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FRIDAY, MARCH 30. 








Brake Shoes and Continuous Brakes for Freight 
Trains. 





The March meeting of the C:r-Builders’ Club was held on 
Thursday evening, March i5, at the rooms in Liberty 
street, New York. ‘the subject for discussion was au- 
nounced by the President to be continuous brakes, freight 
car brakcs, leverage, position of brake shoes on wheels, and 
number of shoes per car which will produce tae most ef- 
fective and economical results. He introduced Mr. GEORGE 
WESTINGHOUSE, JR., who said: 

The use of continuous brakes has now extended over a 
period of 1U years, and bus made most railroad men famil- 
lar with their general principles, as well as the advantages 
of their use. Ic is more impurtant that passenger trains stop 
inasbort distance than freight trains. To produce the 
besc results on passenger trains it is necessary to apply the 
brakes to all tne wheels of the train without any precept? 
ble loss of time, and with exactly the degree of furce that 
is necessary to produce the best resuits. The amount of 
force for tbe efficient working of the brakes was as- 
certained in some experiments which were made by my- 
self and Captain Galton of Eagland, and it was 
found that tais force varied very much according to cir- 
cumstances. At a speed of four or five miles an hour, aa 
application of the brake shoes with a force equal to the 
weight on the wheels would cause the wheels toslide. Ata 
speed of 60 miles an hour, a pressure equal to four times the 
weight on the wheeis did not cause tnem to slide. It was 
also noticed that when brake shoes were first applied they 
appeared to hold a great deal more the first second than 
they did the next second. This decrease in holding power 
continued for a number of seconds, 1€ the regular speed was 
maintained. The question of the proper application of 
brakes to wheels is a very complicated one. rom many 
experiments which we made it was found that a pressure of 
about one and one-half times the load on the wheels pro- 
duced the best results for high speeds. That is, a car weigh- 
ing 20,000 Ibs. required about 45.000 lbs. of brake-shoe 
furce to produce the best results. With freight trains the 
problem is much more complicated, because the weight of 
the cars varies from 20,000 lbs. when empty up to 60,000 
Ibs. when loaded. To proportion the brake-shoes so that the 
pressure shail be in proportion to the weight of the car is 
almost an impossibility. 

It was also found from the experiments made in England, 
that the ordinary coupling apparatus would not stand the 
strains produced by the full application of the brake. 
Owe, to the slight irregularities m the auction of the brakes, 
they are necessarily applied a little sooner in the front of 
the train than in the rear, and in consequenee of this, the 
cars were jammed together. As soon as the brakes began 
to act witu the same force on the rear of the train, it was 
stretched out, thus producing great strains on the coup- 
lings. This difficulty increased very much with the length 
of the train. If we undertook, with the present draw-bar 
appliance on freight trains,to apply the brakes withthe same 
degree of force that is now used on passenger cars, it would 
be impossible to keep a long freight train together. In 
practice I have limited the braking force on each freight 
car toabout nine-tenths of the weight of the empty car, and 
in that way have avoided altogether slidiug of the wheels. 
In discussing the subject witb railway officers I have been 
convinced that in order to provide for the breaking in two 
of trains, a freight train brake must be automatic in its 
action. On the Pennsylvania Railroad where they are now 
three freigbt trains fitted with my automati: brake, the 
officers first proposed to use the old non-automatic brake. 
But after careful consideration they concluded that it would 
be better to adopt an automatic brake, because their records 
show that on their heavy grades nearly all serious accidents 
arose from trains breaking in two. Taey therefore con- 
cluded that any brake which would not be applied by the 
separation of the train wovld be valueless in many instances. 

Probably when we have much stronger couplings on 
freizbt trains which run at higber speeds 1¢ will be pos-ible 
to iucrease the proportion of brake force for such trains 
and at the same time the load carried by tbe cars may be 
utilized for varying the leverace so that the brake force 
shall always be in the proportion of say niae-terths of what- 
ever the load of the car may be. I have given attention to 
makiog the body of the cer act asa fulcrum for the levers, 
and a pumber ct railroad people and inventors have taken 
out patents in relation to this. 

With reference to the position of brake-shoes probably no 
two men would agree. You have all noticed the chattering 
of breke-blocks when you have been standing at a station 
and the train is being stopped. Tbis result often occurs 
when the brake-shoes are about on the centre of the wheels. 
If you put the sboe about three or fcur inc’es b-low the 
centre of the wheel the chattering ceases. Experience in 
England showed that were a single block applied to each 
wheel it is a great deal better to put it from three to four 
inches below the centre, but when two blocks were used on 
each wheel then it was preferable to put them about half an 
inch below the centre. 

The first experiments which I made with reference to the 
use of double shoes for each wheel showed conclusively that 
for some reason or other which I have not been able to fully 
explain, a given am»unt of cast iron will Jast a good deal 
louger than when one block for each wheel was used. The 
cutting action of the wheel on tue brake-blcck seems to be in 
proportion to the pressure per square inch of surface, 

There is a further advantsge in the use of two b!ccks on 
erch whee], In applyicg tbe vrake to one side of the whee], 
taking the proportion of brake force I have given you, a 
wheel carrying a load of 5,000 Ibs, would require 7,5U0 Ibs, 
to be app'ied to the brake. Now the journal bearing is less 
than baif the diameter of the axle, and thus the tendency cf 


this immense force applied to one side of the wheels only is’ 


to shove the axles out of tbeir bearings over against the 
boxes, which necessitates a much greater movement of the 
brake shoe, and as a consequence the piston of the cylinder 
in the case of the air-brak : requires a stroke of from 9 to 12 
in. for efficient brakeing. When the blocks are on both sides 
of the wheels it takes only 4.or 5in. of action. I think the 
use of two blocks for each wheel is practicable for passenger 
cars, but is not necessary for freight cars, and the additioual 
apparatus would be too expersive. 

We have in this country a great many six-wheeled trucks 
under passenger cars, and it seems very difficult to get brake 
shoes on the middle paurs of wheels, which is a misfortune, 
because the application of the brakes to the middle pair of 
wheels will make a difference with stoppmg at 50 miles an 
hour of about 150 ft. The application of a brake shoe to 
each wheel of a car is thus a matter of very great.impurt- 
ance, A given amountof braking can be Ens with the 
application of a good deal less force by distributing it 
equally over the wheels, and thus there woud be a decrease 


in the number of flattened wheels from sliding, and a more 
economical wear of the brake-blccks. The use of continuous 
brakes on frcight trains is beset with great difficulties. We 
have 600 or 800 railroad corporations at the present time, 
aud it is important that we snould have a uniform freight- 
traio brake. If we could get a brake such as the Master 
Car-Builders asked for a few years ago—that is, 
one that would not cost more than $5 per car, and 
which would be perfectiy independent on each car, we 
would have'a very desirable invention ; but after 10 years 
study of the subject, I have not found that we can have the 
biake you want without a connection from car to car. 
What is needed is a brake that will apply itself in case is 
gets out of order, one that will rather stop the train too soon 
than alluw it to go too far; and one that, in the event of 
the coupling coming apart, will instantly stop both portions 
of the train. Todo that, it 1s necessary that each car shall 
have its own apparatus for applying the brake. I am quite 
sure that if you go into the question thorougbly you will 
find that the cost that can be vorne by railway companies 
isa great deal higher than you would be willing to admit 
off-hand. The use of continuous brakes on freight 
trains would, in my opinion, enable you to run at 
enough higher speed and do enough more work to he equiv- 
alent to an increase of one-fifth of the car equipment. ‘That 
means an advantage of $120a car per year. The accidents 
on the railroads of to-day on freight trains are something 
frightful, and I do not see how the railroad companies man- 
age to get men who are willing to work on them, Our com- 
pany has applied my automatic brake to 75 cars on the 
Pennsylvania road, running in three separate trains of 25 
cars each. They bave b-en running about a year, and lam 
told are giving good results. We have some brakes applied 
on the Denver & South Park Railway, where the gradients 
in places are 212 ft. to the mile. e have experimeated 
witb the brakes on 50 cars on the Pennsylvania road and 
found that there was no difficulty whatever in operating on 
trains of that length. I think we have solved the prob!em 
as to the practicability of a device of this kind on freight 
trains of any reasonable Jength. 

In addition to the brake I have been speaking of, we have 
anumerous class of buffer brakes. As I said before, the 
application of brakes has a tendency to jam the cars to- 
gether, and if you use powerful engine brakes tle force with 
which the car: are blocked together is sometimes very great. 
Buffer brakes are intended to be applied by creating a pres- 
sure between the cars, and that pressure is brougot about 
by applying brakes to the engine. Thus the brake next to 
the engine would be compressed with the greatest force and 
the brakes are applied with a littleless force to the second car 
and so on to the end of the train until there is no appreciable 
brake force. When we first look at buffer brakes, they seem 
to have great advantages, but you can never make a buffer 
brake that will apply itself when a train separates, because 
such brekes are dependent upon the pressure between the 
ears, which is taken off by the separation of the train, and 
for that reason, however good a buffer brake may at first 
appear, a class of accidents that ought to be prevented are 
not provided for. 

Mr. Westinghouse then said that he would be giad to 
answer any questions that the gentlemen present might wish 
to ask. 

The PRESIDENT inquired what material makes the best 
brake-shoe, 

Mr. WESTINGHOUSE: Captain Galton and myself experi- 
mented with wrought-iron and cast-iron brake-shoes. 
Wrought iron did not appear to hold very well. It would 
go on for a considera le time without doing much, but all at 
once it would seize the wheel and cause it to stop rotating 
before it made a full revolution. We found pieces of 
wrought iron weighing nearly an ounce torn out of the 
shoe. On French railways, where they formerly used 
wrought-iron blocks, have seen pieces the width of 
the brake-shoe and three or four inches long 
torn either out of the wheel or shoe. The cast-iron shoe 
showed conclusively during the experiments that witha 
given amount of force it held a great deal better than the 
wrought-iron. Not only that, but it beld much more uni- 
formly on wet and dry rails. Castiron always seemed to 
present an unpolished surface. While experimenting on 
this subject, I came to the conclusion that the holding power 
of a brake-block is very veariy in proportion to the amount 
of material worn off. A wooden block on a dry rail will 
hold about twice as well as an iron block, but on a wet rail 
it doesn’t bold well. In the Congdon shoe pieces of steel or 
iron are laid in the mold and the iron is poured around it. 
It is said to iast well, but 1 do not know whether it holds 
well. I found a shoe could be made to hold a great deal 
better by cutting grooves across it, 

The PRESIDENT inquired whether it would be advisable 
to fit freight equipments with tbe same number of brake 
shoes that are used on passenger cirs. 

Mr. WESTINGHOUSE : The brake-gear of freight cars and 
generally that under tenders, is too shabby for any me- 
cbhauic to puton. It is suspended hy little rods,the break- 
iug of any one of which will drop the whole apparatus. IL 
am cunvineed that a large proportion of the unexplained 
accidents are caused by brake-gear falling under the 
wheels. A good brake-gear can b= put on freight cars at an 
additional cost not over $5 to $10 more than the amount 
now expended. 

Mr. Fry called attention to the fact that 35 per cent. of 
the brakes on freight cars are suspended from a part ot the 
car that is constantly varying in heigbt. 

Mr. WESTINGHOUSE: In dealing with that matter we 
have bad to mase the brake cylinders long enough to pre- 
vide for an emergency. What sbouid be done with a freight 
brake, and I think the other benetits would justify it, is to 
increase the wheel base of the trucks a sutticient amount to 
adit of the use of su! stantial brake-beams, and of the suS- 
pension cf the brake sboes by some apparatus fastened to 
the lower bolster, wh:ch always remains a fixed distance 
from the rail. 

. Mr. Fry: Would you be able to brake 75 cars in a train 
with a well-designed truck ¢ 

Mr, WESTINGHOUSE: Yes. but a train of 100 cars would 
be difficult. I have a valve that can be put in, say, the 
thirtieth car on atrain. This valve allows tbe air to puss 
threugh from the engine to the back of the train to charge 
the pipes and reservoirs; in such case, brakes on the first 30 
cars are used for slowing up. In case of emergency this 
valve opens and lets air out of the rear of the train, and in 
that way I think I can brake 150 cars. 

Mr. Fry: We now get a braking force on only about 15 
cars, but for extraordinary stops we need to get pressure on 
the balanee of the train. 

Mr. Forney: I agree with Mr. Westinghouse that the 
present state ot the art of brake construction as exhibited 
in freight cirs is a disgrace to railroading, and I bave no 
doubt that if we bave such an investigation of the cau-es of 
accidents as we ought ‘o bave, tbis defective brake construc- 
tion wou'd be found to be productive of a large proportion 
of the casualties on our railroads, 

Mr. Fry: Ihave been led into inquiring as to what was 
being done all over the country in relation to freight car 
trucks, and a conclusion has been forced on me that the 
present freight car truck, not only in its brake arrange- 
ments, but in everything else, is very much bebiud the age, 
and I found that there wasa generai feeling among master 





car-builders that a change would have to come. Such 
change has been brought nearer to us in the lest -ix montbs, 
by the carrying of heavier loads. The feekng which has 
been uppermost in my mind, and which has been deepenrd 
by the present discussion, is that in designing a new freight 
car tuck, we ought to take into consideration the varivus 
demands that are being made upon freight car equipment 
at the present day, and not to act independently of* each 
other, but to consult together and try to get the truck that 
will enable us to make our equipment more in accordance 
with existing demands, 

‘Mr. Goopwin inquired whether Mr. Westinghouse had 
made any experiments with short and long wheel-bases to 
see the diff-rence in friction Letween the flange and rail on 
curves. 

Mr, WESTINGHOUSE: We have not. I have experimented 
with an app«ratus which would automatically regulate the 
force against the block in proportion to the work the block 
was doing. In other words, it was like an ordinary friction 
brake used in testing an engine. Toe device worked ad- 
mirably if used on one carriage, and it was adjusted toa 
given co-efficient of friction. We decided on trying it for 
20 per cent. retardation and apply the brakes with a high 
pressure. As soon as the blocks legan to bold a little more 
than £0 per cent. an escape-valve was automatically 
opened, thus reducing the pressure iu the cylinder to a re- 
quired degree. In practice on long trains, Ldid not find it 
of any great aavautage. We had to adjust it for 17 per 
cent. retardation on account of varying condition of rail, 
etc., and the result was that in dry weather we could do 
better work witout it. It prevented the sliding of wheels 
altogether. There isan enormous variation in the co effi- 
cient of friction due to the sligatest perceptible change of 
the atmospere. 

The PREStpENT : The tendency appears to be to increase 
the tonnage per car. If, therefore, a change is made at all 
it should be made to the extent possible with the present 
bridg+s and rails, and should be made at once. The subject 
should receive the attention of the best talent in the country. 

Mr. WestincuHovse : [ thivk you can get anybody almost 
to design a standard truck; apy draftsman could go 
around and “ollect information from the various car-builders, 
and you could soon arrive at what is needed, 

Mr. Forney : Just here is where the principal difficulty 
comes in. The Car-Builders’ A-sociation has appointed 
committees on various subjects year after year, and there is 
great difficulty in getting anybody to serve on a committee 


who can devote enough time and ability to  meking 
such investigations as sbould be made. In _ order 
that any committee may be able.to design a 


truck suitable to become a standard for the country they 
ought to get at pretty nearly what has been done in tbe 
way of building throughout the country. They then cugbt 
to consult with anybody wbo has views worth knowing. 
They ought also to be good designers and familiir witb all 
the details of iron and wood construction. Now the diffi- 
culty is, we cannot find men of that kind who can or will 
give the amount of time and ability tothe sort of work 
which we need to bave done. I do not thirk there is any 
difheulty in baving a truck designed. The difficulty occurs 
in the mechanism of the organization for making a design. 
We have not the men who can both spare the time and who 
have the ability for that kind of work. 

Mr. Joy: We control the men who do that. A large 
number of the members of the Association have im their em- 
ploy mechan‘cal engineersor draftsmen who are specially 
devoted to designing the work for the road. The trouble is, 
those men are kept in the background. 

Mr. SuitH: A committee to settle on atruck bas many 
obstacles 10 contend against. One thing they would waut 
to settle would be, which is the best wheel-buse : and then 
there is the brake matter. lt is the rule to hang brakes to 
the top bolster, or else to the body of the car. In my cpinion 
that is all wrong. It costs 25 per cent. more to keep your 
brakes in repeir if you hang them tothe body of the car,than 
if you hang them inside to the bottom bolster. 

Mr. WESTINGHOUSE : It is easily demonstrated that it is a 
decided advantage to have along wheel base. If you were 
to make ir 10 feet you wou'd find the train wwudruna 
great deale sier. Tne Pennsylvania Railroad bas spread the 
wheel-base of its standaid passenger truck 18 inches, and 
with «xcellent results, 

Mr. Forney : Is it a fact that the flanges of wheels are 
less liab e te cut with coned thin with straight treads? 

Mr. WESTINGHOUSE : I do not know, 

Mr. Voct: In the last two or three years the Pennsyl- 
vania Railroad has made a change in the shape of the tires 
of locomotives. They used to have a cone of about \ in. in 
3 io., or rather a difference in diameter of abvut ¥4 in. ia 
the 3in. That was changed for an experimental purpose. 
The portion of tbe tread nearest the flange was made per- 
tectly straight and then coned off from their outside 
so as to save the hoilowmg out of tire to some 
extent. Tht is to say ina given length of run the tire 
would not be worn out quite so hollow, and it does not seem 
to make any difference at all iu the wear of the flange. The 
flange did not seem to be at all more exposed to wear than 
when the wheels were coned. 

Mr. Forney : Was that tried on the truck wheels ? 

Mr. Voct: Nosir, but I bave seen from German journals 
that in some instances it has been the practice there to do 
exactly the same thing on car wheels. 

Mr. FRY proposed a vote of thanks to Mr, Westinghouse 
for bis interesting address, and hoped that what he svid 
would have the effect of waking us up and causiug us to 
look into the future to prepare for the inevitable, which is 
the running of freigbt trains at a higher rate of speed, and 
thus reducing the amount of equipment for doing a given 
amount of werk. 

The vote of thanks was unanimously 

The meeting then adjourned. 

Since the alwve mee ing we have information that the 
Centra' Pacific, the Southern Pacific and tbeir- various 
ranches have ordered automatic brakes for - their entire 
freight equipment and that the Union Pacific hus also 
ordered automatic freight brakes for the Denver & South 
Park Division equipment. : . 


‘adopted. 








New England Railroad Club. 


About 50 gentlemen connected with railroads assembled 
at the Quincy House, Boston, Wednesday evening, March 
21, in sesponse to a coll signed by F. D. Adams, George 
Ricbards and J. W. Marden, who were the committee ap- 
pointed at an informal meeting at Mason Building, Feb. 22, 
ior the purpose of organ zing an assoc.ation similar to the 
Car-Buiiders’ Club iv New York. 

The following gentlemen were present: 

F. D. Adams, Master Car-Builder Boston & Albany. 

J. W. Marden, Master Car-Buiider Fitchburg R. 

Amos Pilsbury. Supt. Rolling Stock Eastern R. B. 

J. T. Gordon, Master Mechanic Boston & Lowell. 

J.D Biliings, Master Car-Buiider Eastern R. R. 

. H. E. Barker, General Foreman New York & New Eng- 
and, 

F. A. Perry, Master Mechanic Caeshire R. R. 

J. B. Fietcher, Superintendent National Car Co. 





George F. Fisher, Purchasing Agent Boston & Maine, 
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George Richards, Master Mechanic Boston & Providence 
E. Lang, Boston & Providence. 

C. H. Bannister, Boston & Providence. 

Gecrge Barnes, Boston & Providevce. 

E. A. Walker, Master Mechanic Maine Central. 


George A. Ferguson, Assistant Master Mechanic Boston, 
Coneord & Montreal. 
D. C. Richardson, Master Car-Builder Boston & Maine. 


ne A. Foster, Master Mechanic V. & M. Div., Fitchburg 


?. ‘Cooley, Boston, Revere Beach & Lynn. 
John Coghlan, Master Car-Builder Boston, Revere Beach & 


yon, . 

Grafton Upton, Fitchburg, R. R. 

A. H. Marden, General Foreman, Fitchburg R. R. 
J. M. Ford, Boston & Albany. 


| stated that the object was to forma railroad club for the pur- 
_ of discussing questions pertaining to railroad business. 
t 


was proposed to embrace all who were connected with 
railroad matters, either in actual service, or furnishing sup- 
plies for railroad use, in its membership. A constitution was 
submitted and each article voted on. The name is to be the 
New England Railroad Club. The officers elected were 
F. D. Adams, President; J. W. Marden, Vice-President; 
George E. Pratt, Secretary and Treasurer. J. W. Marden. 


A. Pillsbury and F. D. Adams was constitutedan executive 
committee. Forty-four names were signed to the roll of mem- 
bers. It was voted that the meetings be held on the evening of 
the second Wednesday of each month at 7 o’clock. The Secre- 
tary was requested to communicate with the President of the 
New York Club, and extend to its members a cordial welcome 
to meet the members of the Boston club as often as possible. 


bushing into thesleeve. Upon its outer periphery is formed 
a flattened screw-thread g, fig. 1, of triangular section, with 
one side perpendicular to the sleeve, and the other at an 
acute angle therewith, to admit of wedging action being 
exerted and also easy release effected between said thread 
and that formed in the bushing C, or in the sclid frame if it 
be preferred to dispense with the bushing. 

A circular nut £, having a handle H, is fitted to the thread 
upon the flexible clamping sleeve B, and is held from mov 
ing laterally by an opening in the frame of tail-stock A, 
into which it is accurately fitted. 


It is now obvious that upon rotating the nut E by means 

















FAUGHT'S IMPROVED HOLD-FAST FOR LATHE 
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D. M. Brady, New York Central & Hudson River. 

James T. Leighton, New Haven, Conn. 

H. G. Thomas, R. Sherburn & Co., railroad supplies, Bos- 
ton. 

H. A. Banning, New York. 
Sam’l D. Nye, Washburn Iron Co., Worcester, Mass. 
N. i Allston Car Wheel Co., Allston, Mass. 


7 


C. J. Post, Tillotson & Co., New York. 

W. W. Snow, Ramapo Wheel & Foundry Co. 

J.T. s, railway supplies, Boston, Mass. 

G. W. Peck, Wm. Page & Co., Boston, Mass. 

C. D. W. Gibson, President Cliff & Righter Co., N. Y. 
Curren Dinsmore, U. 8. Concave Spring Co., N. Y. 
H. Leach, railway supplies, Boston, Mass. 


Q 


. W. Goddard, Suspension Car Truck Co. 

A. — Boston Standard Wheel Co., Cambridge- 
port ‘ 

I. N. Keith, West Sandwich, Mass. 


Guqore prado, Worcester, Mass. 
. N. Krepps, New York. 


J 

N. F. Ryder, Burbank, Ryder & Damon, Boston. 

J. F. Hudson, Boston, " 

H. B. Crane. Fitchburg Railroad. 

R. Littlefield, Fitchburg Railroad. 

J. Hubbard, Fitchburg ilroad. 

W. A. Gillespie, Fitchburg Railroad. 

The meeting was called to order by Mr. F. D. Adams. He 

















Faught’s Improved “ Hold-Fast” for Lathe Spindles. 


L. R. Faught, Superintendent of A. Whitney & Son’s car 
wheel works in Philadelphia, has recently brought out a 
new device, illustrated in the adjoining cuts, for clamping 
spindles, and especially those of lathe tail-stocks, which, it 
is expected, will supersede his previous invention for the 
same purpose known as the ‘conical binder,” and applied 
for some years past to the tail-stocks of the best Phila- 
delphia built lathes. 

Fig. 1 shows a vertical section through the tail-stock of a 
lathe with the spindle and “hold-fast ” in position. 

The frame A of the tail-stock is counterbored to receive 
the bushing C, which may be a forced fit, or pinned or 
screwed firmly to its place, and bas cut upon its interior a 
screw-thread of peculiar section fitted to receive the flexible 
clamping sleeve B. This sleeve is bored out centrally to fit 
easily upon the spindle or shaft D, which is to be locked or 
released by it at will. 

The sleeve is split, or divided longitudinally, by a slot b, 
so as to admit of lateral flexibility. It is prevented from 








Fig. 5. 


of its handle H, the flexible sleeve B, being itself held from 
rotation by the pin f, must move endwise, impelled by the 
action of the laterally fixed nut upon itsthread. If the 
sleeve be drawn inwards, therefore, the inclined plane of 
the continuous screw-thread will wedge against the cor 
responding thread in the bushing or frame, and as the 
sleeve is divided longitudinally upon the under side so that 
it is free to collapse, the consequence will be that the sleeve 
will be forced or compressed inward concentrically upon the 
spindle, thus locking it truly central and with a force due to 
the angle of the wedge thread and the length of the handle. 

This action, it is to be observed, takes place equally 
throughout the whole length of the sleeve, a manifest ad- 
vantage. 

By reversing the motion of the nut, the sleeve is moved in 
the reverse direction, releasing the wedging action of the 
screw and with it the spindle. There are holes at different 
points upon the nut E, into any of which the handle h may 
be shifted when necessary for taking up wear. 

In fig. 2 the flexible shaft B is itself secured to the frame 


rotating by a pin, or stud f, passing through the frame and | by the pin b, while the bushing C, which is made a snug 


























Marcu 80, 1883] 


THE RAILROAD GAZETTE. 


1938 








running fit in the frame, can be revolved less or more as re- 
quired by means of holes in its flange; the effect being the 
same as in fig. 1, to compress the flexible sleeve B, and 
force it, ‘hroughout its whole length, concentrically inward 
upon the shaft. 

Fig: 3 shows the flexible sleeve B operated by meansof a 
hexagon formed upon its outer flange, to which a wrench 
could be conveniently applied. It can be fitted as usual, 
either to a bushing C keyed to the frame as shown in upper 
half, or toa thread formed in the frame as seen in lower 
half (below the centre line). 

In fig. 4 the sleeve B is made with a broad flange opera- 
ted by bolts. Between the flunge and the frame an 
elastic packing 6 is placed, which being compressed by 
screwing up the bolts, allows the sleeve to wedge agaiust 
the thread in the bushing or frame and thus tighten itself 
concentrically upon the shaft as desired. In all these cases 
und others wherever this adjustable bushing can be employed 
to advantage the action is identical, to tighten the flexible 
sleeve B truly and concentrically throughout its entire 
length as much or little as may be necessary and thus take 
up the wear and keepa perfect bearing upon the journal 
without the use of caps and boxes. 
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We give below the official report of the meeting held in 
in New York, March 14, which was called as a special meet- 
ing to take the place of the annual meeting, which was to 
have been held in Jacksonville, Fla., the change being made 
at the request of a number of members : 


The President, E. P. Wilson, called the Convention to 
order at1lla.m.on Tuesday, March 13, at the National 
Railway Club Rooms in New York. ; 

Acallof the roll developed the fact that a quoram was 
present. 

The Executive Committee took favorable action or all 
credentials presented to them, and reported to that effect 
through the Chairman, Mr. Cummings. 

The following is the present list of members. | Those 
marked with a * were in attendance; those marked witha + 
have become members since last Convention: 

*Abbot, John N.. New York, Lake Evie & Western, 

*+Allaire, J. H., People’s Line Steamers. 

*+Anderson, J. C., New York, Ontario & Western. 

*Allen, D. C., South Carolina. 

Ames, W. O., Florida Central & Western. 

Anthony, W. M., Boston, Barre & Gardner. 

Archer, John J., Scioto Valley. 

*Atmore, C. P., Louisville & Nashville. 

*Affleck, E. T.. Cleveland, Akron & Cclumbus. 

*Baldwin, H. P., Central, of New Jersey. 

*Baldwin, Wm. 8., Buffalo, New York & Philadelphia. 

Barker, James, Wisconsin Central. 

Barry, Thomas P., Cincinnati, Washington & Baltimore. 

Bennett, P. J., Little Rock & Fort Smith. 

*Bennett, W. H., Toledo, Aun Arbor & Grand Trank. 

Best, J. H., Keokuk & St. Louis Line. 

Bodine, Jobn F., Williamstown Railroad. 

Boothby, F. E., Maine Central. 

Boylston, 8. C., Charleston & Savannah. 

*Bronson, H. M., Indiana, Bloomington & Western. 

Brown, J. W., Bay Line Steamers. 

Buchanan, J. R., Sioux City & Pacific. 

Butterfield, Theo., Utica & Black River. 

Brown, Chas. L., Kentucky Central. 

Busby, A. 8., Intercolonial. 

*+Brown, A., Junction & Breakwater. 

*Byington, E. B., Lehigh Vallry. 

Campbell, Geo. B., Fort Wayne, Cincinnati & Lonisville. 

*Carpenter, A. V. H., Chicago, Milwaukee & St. Paul. 

Carpenter, T. P., Lake Superior Transit Co. 

Carpenter, W. A., Detroit, Lansing & Northern. 

*Clark, A. E., New York, Pennsylvania & Ohio. 

Cary, J. W., Lake Shore & Michigan Southern. 

Chandler, F., Missouri Pacific. 

Charlton, James, Coicigo & Alton. 

*+Collbran, H., Alabama Great Southern. 

Cole, L. M., Baltimore & Obio. 

*Cummings, 8S. W., Central Vermont. 

*Connor, Geo. L.. Old Colony Steamboat Co. 

Davis, H. C., St. Paul, Minneapolis & Manitoba. 

*Danley, W. L., Nashville, Chattanouga & St. Louis. 

Deal, T. M., Mi-sisquoi. 

Davant, T. S., Memphis & Charleston. 

Drane, Frank C., Iron Steamboat Co. 

Dawes, A. C., Kansas City, St. Joseph & Council Bluffs. 

Dering, H. R., Jeffersonville, Madison & Indianapolis. 

Dorsey, E. R., Georgia Railroad. 

* Durfee, W. M., Providence & Worcester. 

Elliott, J. M., Jr., Gadsden & Red Line steamers. 

*Egan,Jobn,Cincinnati, Indianapolis, St.Louis & Chicago. 

Emmerson, T. M., Atlantic Coast Line. 

Eustis, P. 8., Burlington & Missouri River (in Nebraska). 

Fenwick, Chas. B., De Bary Merchants’ Line. 

*+ Emery, I. 8., Rochester & Pittsburgh. 

Ettinger, M. L., Chicago & Iowa. 

Filkins, L. W., Stonington Steamship Line. 

Fianders, D. J., Boston & Maine. 

Fenno, John A., Boston, Revere Beach & Lynu 

Ford, E. A., Pennsylvania Co. and Pittsburgh, 
& St. Louis. 

* Foye, Chas. H., Portland & Ogdensburg. 

* Fuller, H. W., Chesapeake & Ohio. 

Gabbett, Cecil, Western, of Alabama. 

Gallup, E., Boston & Albany. 

*+ Gilson, H. N., Tuckerton Railroad. 

* Hooper, S. K., Hannibal & St. Joseph. 

* Hancock, C. G., Philadelphia & Reading. 

Hanson, A. H., Illinois Central. 

Harrison, F. E., New Haven & Derby. 

Harrison, W. H., Columbus, Hocking Valley & Toledo. 

* Hill, Wm., Chicago & Eastern Illinois. 

* Holwill, W. F., Delaware, Lackawanna & Western. 

Houston, W. J., Northeastern, of Georgia. 

Hardy, 1., Vicksburg & Meridan. 

* Hall, James M., Wheeling & Lake Erie. 

wow, Sol, Associated Railways of Virginia and the Car- 
olinas. 

* Jaques, E. A., Lebanon Springs. 

Jobnson, A. H., Arkansas Midland. 

Johnson, W. P., Lake Shore & Michigan Southern. 

Kingsbury, F. H., Cheshire. 

* Kendall, A. C., New York & New England. 

Kendrick, D. M., Delaware & Hudson CanaiCo. 

* Keller, Murray, Louisville, New Albany & Chicago. 

*Lambert, C. E., Troy & Boston. 

*+Leach, H. N., Burlington & Lamoille. 

Leet, A. B., Grand Rapids & Indiana. 


Cincinnati 


*Littlefield. James, Boston & Bangor Steamsbip Co. 
*Lord, C. K, Baltimore & Ohio. 

*Lowell, Percival, Chicago, Burlington & Quincy. 
*Liscomb, J. F., Portland Packet Co. 
MaeDoneil, A. O., Florida Transit Co. 
*+McCollister, A., Cincinnati, Selma & Mobile. 
Milligan, F., Detroit, Mackinac & Marquette. 

Mills, B. F., Burlington, Cedar Rapids & Northern. 
*Moran, M. R., New Londen Northern. 

Morse, J. W,, Union Pacific. 

Morse, F. W., Montpelier & Wells River. 

*+Monett, H., New York, West Shore & Buffalo. 
Merkiil, R. D., Jr., Quebec Central. 

*Macmurdo, J. R.. Western North Carolina. 

Nims, F. C., Denver & Rio Grande. 

*Nimmo, C. A., Troy & Boston. 

*+Nonnemacher, A. W., Lehigh Valley. 

Orme, A. J., Atlantic & West Pcint. 

*Pierce, T. 
Antonio. 

*Pope, A., Shenandoah Valley, Norfolk & Western and 
East Tennessee, Virginia & Georgia. 

*Palmer, J. H., Massachusetts Central. 

*Pearce, Waiter, Hartford & Counecticut Western. 

*4+Pomeroy, F. L., Ogdensburg & Lake Champlain. 

*+Popple, F. W., Providence & Stonington Line. 

*Ray, E. A., New Haven & Northampton. 

Rice, Owen, Cincinnati, Wabash & Michigan. 

Ruggles, O. W., Michigan Central. 

Roberts, D. C., Memphis & Little Rock. 

*4+Sanderson, Geo. A., Texas Mexican. 

*St. Jonn, E., Chicago, Rock Island & Pacific. 

Simmons, W. F., Northern (N. H.). 

Serat, M. W., Utica, Ithaca & Elmira. 

Slaughter, Mercer, Richmond & Dauville lines. 

Shattuc, W. B., Obio & Mississippi. 

*Stinson, I. D., Shenango & Allegheny. 

Smith, A. D., Pittsburgh & Lake Erie. 

Stebbins, C. S., Union Pacific. 

es A. J., Cleveland, Columbus, Cincinnati & Indian- 
apolis. 

*Spafford. H. W., Bennington & Rutland. 

Sprague, J. Jr., Old Colony. 

*Smitb, Geo. W., Lake Erie & Western. : 

Stevens, C. H., St. Johnsbury & Lake Champlain. 

*Stennett, W. H., Chicago & Northwestern. 

*Stevenson, Samuel, Cincinnati, Hamilton & Dayton. 

*4+Stephensun, J., Grand Trunk. 

*Taylor, C. A., Richmond, Fredericksburg & Potomac. 

Taylor, Jas. L., Savannah, Florida & Western. 

Teasdaie, T. W., Chicago, St. Paul, Minn. & Omaha. 

*Thrall, W. A., Chicago & North Western. 

Tompkins, H. V., St. Johns River Steamers. 

Townsend, H. C., Wabash, St. Louis & Pacific. 

*Tuttle, L.. Eastern. 

Utley, E. E, Aang Valley. 

*Van Benthuysen, C. R., Hudson River Line Steamers. 

Waldo, J., Houston & Texas Central. 

Waller, Chas. J., Mobile & Obio. 

*+Watson, J. R., Fitchburg. 

White, W. F., Atchison, Topeka & Santa Fe. 

White, A., Midland. of Canada. 

Whitehead, G. A., Central, of Georgia. 

Wilder, J., Boston, Hoosac Tuonel & Western. 

Williams, D. E., Mobile & Girard. 

*Wilson, E. P., Cincinnati Southern. 

Wishart, D., St. Louis & San Francisco. 

*W ood, J. R.. Pennsylvania Railroad. 

*Wrenn, B. W., Western & Atlantic. 

Zimmerman, D. M., Camden & Atlantic, 

‘the following honorary members were present: 

F. R. Myers, Chicago, Ill.; H. W. Gwinner, New York, 
and 8. F. Pierson, Denver, Col. 

Total number of members, 152; number preseut, 68. 

Special credentials for this meeting were presented as 
follows: 

By R. D. Carpenter, representing Associated Railways of 
Virginia and the Carolinas; by J. W. Burdick, representing 
Delaware & Hudson Canal C».; by Jonah H. White, repre- 
senting Savannab, Florida & Western; by J. M. Chesbrough, 
representing Vandalia Line; by C. W. Adams, representing 
Pennsylvavia Co.; by C. C. Cobb, representing Pittsburch, 
Cincinnati & St. Louis; by D. Cardwell, representing 
Charlotte, Columbia & Augusta; by Geo. W. Boyd, repre- 
senting Pennsylvania Railroad. 

The chair announced that a motion was necessary in order 
to substitute this for the sopeiee meeting. 

By Mr. Tuttle, s:conded by Mr. A. E. Clark: 

** Resolved, That this special meeting be substituted for 
the annual m2eting of the Association, ands) stand on the 
records.” 

Adopted. 

The Chair announced that the next order of business was 
the making of passenger rates; on motion, this was dis- 
pensed with. 

The selection of the next place of m2eting being next in 
order, the following points were placed in nomination: 
Chicago, Cincinnati, New York. The result of the roll call 
was as follows: Chicago 34, Cincinnati 6, New York 13. 
and the Chair announced Ciricago to be the next place of 
meeting. 

Unfinished business being next in order, the report of the 
committ.e of 150n coupon tickets was called for. 

The chairman of such committee stated that he had been 
unable by correspondence or otherwise tosecure the definite 
views of a majority of the members of such committee. 

On motion, duly seconded, the report was received and 
the committee discharged. 

The Chair then called for the report of the General Com- 
mittee, which was presented as follows: 

‘* Firs'—Transportation of theatrical parties in private 
ears. After due consideration of this matter, we are unani- 
mous that not less than 18 full unlimited tickets should be 
accepted from any theatrical comvany traveling in their 
own private car, and when more than that number shall 
travel in such car, regular theatrical rates shall be charged, 
provided always tbat the amount received from such theatri- 
cal company shall nut be less than 18 unlimited fares. 

** Second—Comununication from Secretary of General 
Baggage Agents’ Association.—After due consideration, we 
would recommend the adoption of the suggestion contained 
in the communication from M. B. Starring, Secretary of 
the General Baggage Agents’ Association, viz. that the 


W., Jr., Galveston, Harrisburg & San 


roads in interest, said cost to be 
available mileage over which such checks can be used.” 

Ou motion, duly seconded, the above report was adopted. 
On motion, adjourned until 11 a. m., Wednesday, March 
14. 
SECWND DAY. 

Convention called to order at 11a. m., the President, E. 
+ in the chair. 

r. 


to 
ence to the exhibition of foreign products at Boston, which 
was granted, and Gen. Norton addressed the Association at 
some length as to the aims and objects of the exhibition, 
and as to the advantages that would probably be derived 





cost of joint baggage checks be prorated by the various 
based upon the longest 


S. W. Cummings asked for a suspension of the rules 
permit General Norton to address the Association in refer- 





by the various roads in interest by extending special rates to 
those desiring to attend. 

Regular order of business resumed. 

By Mr. Stevenson, seconded by Mr. noon : 

‘* Be it resolved, That it is impracticable to check single 
pieces of baggage in excess of 260 pounds weight, and that 
after May 1, 1883, nv single piece of baggage in excess of 
250 pounds weight will be checked, and that the general 
baggage agents of the respective lines be instructed to en- 
forée this resolution.” 

Adopted unavimcusly. 

On motion of Mr. C. R. Van Benthuysen, a committee of 
five was appointed to draft resolutions of respect to the 
memory of the late John C. Hewitt, df the People’s Line, 
whose death occurred since last posting ¢ 

The chair appointel Messrs. Van Benthuysen, Connor, 
Curémings, Buroick and Boyd as such committee. 

After a short recess, the committee reported as follows : 

** It is with sincere regret this Association records its sor- 
row upon the death ef Mr. John C. Hewitt. late General 
Ticket Agent of the People’s Line Steamers. His long service 
of riearly two-score years with that line, bis steadfast at- 
tention to itsinterests, bis ever courteous disposition to those 
associated in business with him, are characteristics worthy 
ot emulation, and impress us with lasting thougits of bis 
memory. 

** Resolved, 'That this resolution be placed in the minutes 
of our Association, published in the Official Guide, and that a 
copy be sent to his family.” 

Adopted unanimously. 

The following communications from F. Chandler, General 
Passenger Agent of the Missouri Pacific Railroad, were read 
by the Secretary, dated "March 9: 

‘* As | am not expecting to be present at the annual mect- 
ing. 13th inst., I give you copy of telegram received yes- 
terday in reference to tickets for Knights Templar attend- 
ing the ccnclave at San Francisco, in August next, dated 
San Francisco, Cal., March 8. 

+**We have decided it better to issue our own line tickets 
only for Knights Templar from Council Bluffs, Kansas City, 
St. Lou's, Memphis, New Orleans, aud intermediate points to 
San Francisco and return: oe. 

** «Eastern roads can issue exchange orders on abcve of- 
fices, but most of the commanderies cn be furnished tickets 
in advance or prior to leaving their starting points, through 
your agents or by express C. O. D. We will notify Eastera 
roads by joint circular that they must not issue through 
tickets beyond Missouri or Mississippi River points. This 
will avoid the necessity of giving any particular form to 
Eastern roads, as the question will be- controlled by Steb- 
bins, White and yourseir. 

(Signed) ‘T. H. GoopMan.’ 

‘Messrs, White and Stebbins are nowin San Francisco, 
and the above telegram was sent after conference with 
them. 

‘1 find that in my circular of Feb. 1, as chairman of 
Committee of tbe Association, I made the mistake of stating 
that for the members of the Grand Commandery only the 
rate going and returning by the same route will be $50, 
This should be for members of the Grand Exacampment 
only. Iwas not aware, or overlooked the fact, that the 
grand body of the United States, for which a special rate of 
$50 was made, is known as the Grand Encampment. 

‘** The mistake occurs in the fourth line of second clause of 
the circular. 

“** Please notify the Association of the information con- 
tained in above telegram, and the mistake made and its cor- 
rection in my circular, a copy of which, corrected, is in- 
closed.” 

A further communication from Mr. Chandler, dated 
March 10, was read as follows: , 

“Tam in receipt of further information in regard to 
Knights Templar tickets to that given you yesterday. 

“Tickets go on sale Jane 1, good west-bound until Aug. 
18, and returning until Oct. 31, but not good to leave San 
Francisco before Aug. 26. Stop-overs allowed either way.” 

On motion by Mr. Abbott, duly seconded, the Secretary 
was instructed t> incorporate the report of Mr. Chandler’s 
committee in the regular proceedings of this Association as 
a matter of information. Adopted. They are given here- 


with: 
“Sr. Louis, Feb. 1, 1883. 

** At a meeting of the committee of 15 appointed at the 
semi-annual meeting of the National A-sociation of General 
Passenger & Ticket Agen s, at Montreal, Sept. 20, 1882, to 
fix rates from Ciicago, St. Louis, Peoria, and Mississippi 
River common points, to San Francisco and returo, for the 
Triennial Conclave of Knights Templar in August, 1883, 
and trom the same points to Denver for the National En- 
catmpment of the Grand Army of tbe Republic, in July, 
1883, held at Chicago, Oct. 31, 1882, it was resolved that 
the rate to all Knights Templar en route to the Conclave. 
regardlessof rank, from all points east of the Missouri River 
to Council Bluffs, St. Joseph, Atchison, Leavenworth or 
Kensas City and return, shall be one fare for the round 
trip, and the same rate shall apply for the Grand Army 
Encampm-nt. Action was subsequently taken upon the 
question of chartering cars to Commanderies and Grand 
Army posts, to the effect that this sball not be done, but 
that the rate of one full fare for the round trip to Missouri 
River points shall be required of each and every person at- 
tending either gathering. 

It has further b-en decided by the !ines from the Missouri 
River to the Pacific coast that the rate from their eastern, 
terminal points. by all routes, to San Francisco and return, 
for Knights Templar holding certificates of membership under 
the seal of the order, and their female relatives only, shall 
be $75 going and returning by the same route, and $100 
going oue route and returning by another. For the mem 
bers of the Grand Encampment onlv, the rate going and re- 
turning by the same route will be $59, but for their female 
relatives accompanying them the rate will be $75; going 
and returning by different routes, $25 additional will be 
charged this body, as all other Sir Kuights. 

“ The following will be the rates for the principal points, 
going and returning by the same route: From St. Paul for 
the round trip, $88.75; Milwaukee, $91.59; Chicago, $89.80; 
Peoria, $85.85; Rock I,jand, $385.05: Burlington, $84.05; 
Quiney, $81.90; Hannibal, $81.15; St. Louis, $83: Cairo 
(via E! Paso), $83: Columbus. Ky. (via Ei Paso), $83; Mem- 
phis (via El Paso), 380; New Orleaus (via El Paso), $80. 

‘* Tne date of commencing sales, the limit for return pas- 
sage, aud the form of tickets required from Missouri River 
points and the Eastern terminals of the Texas Pacific line, 
are yet to be decided, and will be given by the lines inote-- 
ested as scon as determined on. But, in order to distribute 
the business over as long a period as is practicable, and 
thereby facilitate its prompt and successful transaction, 
sales will probably begin as early as June, and continue t» 
a date that will give ample time to arrive by the opening of" 
the Conclave, with a return limit enabling a tour of the coast 
after it is over. 

“ Private cars with sleeping accommodations will be taken, 
subject to the rules of the overland lines as to the number of 
tickets required from parties in special cars. 

* For the Grand Encampment G. A. R., the rate of $25 
round trip from Missouri River points to Denver and return, 
going and returning by the same or different lines will be 
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made for members of the Grand Army of the Republic, upon 
certificates of membership only. Full particulars as to dates 
of sale, conditions, limit and form of tickets will be given 
by joint cirealar of the Colorado lines or their commissioner. 

** A part of the information contained in this circular has 
but recently been furnished me, the want of it causing the 
delay in making this report. The undersigned will take 
pleasure in promptly answering further inquiries on this 
subject, as far as he is able.” 

(ihe above report has been corrected as indicated in Mr. 
Chandler’s letter of March 9.) . 

By Mr. Keller, seconded by Mr. Atmore : 

‘* Whereas, The Southern Cotton Exposition will be held at 
Lou'sville. Ky., commencing Aug. 1 next, and continuing 
100 days, be it 

** Resolved, That asa body we recommend that all lives 
represented in and by this Association make a uniform rate 
of one and one-third regular limited fare for the round trip, 
over lines by which tickets read, to parties desiring to at- 
tend, and that tickets sold at such rates shall be ‘ iron-clad,’ 
aad good only for return passage 30 days from date of sale; 
provided that in no case shall tickets be made good for re- 
turn trip after Nov. 25, 1883.” 

Adopted. 

A communication from Richard Garvey, of the Garvey 
bicycle agency of St. Louis, was referred to the General 
Committee, who reported as follows: 

‘**We bave considered the subject of free transportation 
of bicycles, as set torth in letter of March 5, 1883, addressed 
to J. M. emi by Richard Garvey, of tbe Garvey 
bicycle agency at St. Louis, and would recommend that no 
present action be t*ken in connection therewith.” 

On motion, the report of the committee was adopted. 

By Mr. Atmore, seconded by Mr. G. W. Smith: 

* Be it Resolved, That itis the sense of this Association 
that the practice of some members thereof, who sell through 
coupon tickets from points where the rate is less than at 
poivts through which ticket passes to its destination, is 
detrimental to the interest of rail lines, and should be 


omen’. "i 
he President here called the Vice-President to the chair. 

By Mr. Wilson, duly seconded ; 

‘*T move that the resolution be laid on the table.” 

The Chair allowed discussion on the motion to lay on the 
table, which was participated in by Messrs. Atmore, Wilson 
and others, after which it was sdopted. 

The following was then offered and seconded : 

** Resolved, That when charges for excess baggage are 
collected by any company to a point beyond its own line, 
that the initial comvany making such collection sball render 
montbly a report cf such collection or collections to each 
company interested similar to the regular monthly report 
of through ticket sales, and remit to each company its pro- 
portion of moneys so collected.” 

The consideration of this resolution brought forth remarks 
from several members. Mr. George W. Boyd, speaking for 
the Pennsylvania Railroad, desired to be put on record as in 
favor of reporting excess baggage collections when some 
system could be devised by which they would have the same 
check on extra baggage forwarded over their lines that they 
now have on passengers who are ticketed over their lines, 
but until such asystem is devised they will continue to retain 
what they collect and allow other lines to du the same. 

The resolution was adopted. 

The following was offered and seconded : 

‘*Resolved, That corpses of persons who have died of 
smalli-pox, scarlet fever, typhoid fever, diptheria or other 
contagious or infectious disease, shall not be received, unless 
in hermetically sealed cases. Corpses inclused in other than 
heremetically sealed cases shall be received for transporta- 
tion only when accompanied by a certificate signed by the 
town or city clerk or registrar, or by a well-known and 
respectable medical officer, stating that the death did not 
result from a contagious or infectious disease. This certifi- 
cate must also distinctly state the name of the disease, or 
nature of the casualty, that occasioned death, and must be 
securely fastened to the top of the case. Corpses are to be 
taken only when in the care of an accompanying adult per- 
son, and must be prepaid by a first-class unlimited ticket. 
- shall not be ticketed beyond the termini of the initial 

ine. 

An extended discussion followed, which was participated 
in by Messrs. Stennett, Boyd, Pope, Atmore and Tuttle, and 
on question being put was carried unanimously. 

A communication from Mr. H. C. Townsend in relation 
to rates to the annivesary celebration of the Kuights 
Templar was read, and on motion was referred to the Gen- 
eral Committee. 

The General Committee reported as follows: 

*We have considered the matter of rates for Knights 
Templar to San Francisco from points east of St. Louis and 
west of the western termini of the trunk lines, asset forth 
in communication from Mr. Townsend under date of March 
1, 1883, and would recommend that the matter be referred 
to a special committee of five, such committee to report by 
circular to the members of this Association at as early a 
date as practicable.” 

On motion, the report was adopted, and the chair ap- 
oe the following gentlemen to serve .on such com- 
mittee: 

2 Messrs. ‘Townsend, Ford, Bronson, Stevenson and A. J. 
Smith. 

Kiection of officers was next in order, and the following 
were unanimously elected: President, Lucius Tuttle; Vice- 
President, C. A. Taylor; Secretary, A. J. Smith. 

To fill vacancies in the executive and general committees 
the Chair made the following appointments, no objection 
being offered : 

Executive Committee—B. W. Wrenn, J. L. Taylor, C. P. 
Atmore and E. T. Affleck. r 

Genera] Committee—H. R. Dering, E. St. John, John 
Eagan and T. M. Emmerson. 

Tbe Chair vuext addressed the Association as follows : 

‘“GENTLEMEN : I desire to present Mr. Tuttle, our Presi- 
dent-elect, and in so doing wish to thank you for the courte- 
sy and forbearance with which you have dealt with your 
humble servant. I feel confident that under the administra- 
tion of Mr. Tuttle the Association will go forward and pros- 
per, acd meet with abundant success.” 

Mr. Tuttle then addressed the Association as follows : 

‘*GENTLEMEN: I thank you for all the courtesies and 
honors extended. If I shall be able to conduct the duties of 
the office in as satisfactory a manner as thev have been for 
the past year, I shall meet with your approval.*” 

The following was next offered, seconded, and carried 
unanimously. 

Resolved, Taat the thanks of this Association are due, and 
are hereby tendered to Mr. H. W. Gwinner, President of the 
National Railway Publication Co., for the very excellent 
accommodations and facilities furnished for the transaction 
of business, and also for the many courtesies extended to the 
members during attendance.” 

On motion, adjcurned sine die. 








Baltimore & Oh:o Employes’ Relief Association. 


We give herewith the greater part of the second annual 
report of the Secretary and Managing Committee of the 


Baltimore & Ohio Employés Relief Association, which is by 
far the largest and most important association of the kind in 
this country, and which is actively aided and promoted by 
the company and its officers. The report is signed by W. I. 
Barnard, Secretary, and approved by W. M. Clements, 
Chairman of the Committee of Management. 

The fiscal year of the Association having, by constitu- 
tional amendment, been changed to coincide with that of 
the Baltimore & Ohio Co., which ends Sept. 30, so as to facil- 
itate accounting between the company and the Asscciation, 
the statement of receipts from members and of payments to 
them, and of tbe future liabilities of the Association to them, 
required by article VIL, and which would otherwise have 
been rendered as of Dec. 31, 1881, being now due for the 
21 months intervening between Jan. 1, 1881, and Sept. 30, 
1882, is herewith submitted; as also a report ot the opera- 
tions of the Association for the period not covered by pre- 
vious report. 

Receipts. 
The balance stated in the report covering 
the operations of the Association during 

1830, as on hand Dec, 41, 1880, was.... 
Receipts during that period from all 

sources were: 

Premiums from members......... 

Interest: 

18 months’ interest upon B. & O. Co.’s 
donation of $100,000. 
Interest earned from temporary inves-t- 
ment of funds not needed for immediate 
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Disbursements, 

To members, in payment of accidental 

and sick benefits and for death losses. ..$281,717.28 
To physicians and hospitals, for surgical 

atcendance upon members in accidental 

disablements; in payments for vaccine 

virus, medicine. ete., distributed among 

members to prevent or check diseases; 

for printing annual and monthly reports, 

WG icsacaa vanckh 


20,900.41 





Aggregate disbursements. ......... 302,617.69 


SOD ac wy cucsitece te daca- ase nes $89,510.73 
To which should be added five months’ in- 
tere:t on B. & O. Co.’s contribution un- 


collected Sept. 30, 1882........ ...... « 2,500.00 








Sept. 30, 1882, balance............... $92,010.73 
From this sum must be set aside amount 

necessary to meet outstandinz liabilities, 

i. é€., moueys due but yet unpaid on ac- 

count of deaths occurring, and al.ow- 

ances to members and physicians and 

hospit»le, on account of injuries re- 

ceived or sickness contracted, prior to 

Sept. 30, 1882, viz ... 2. ..6. . -e0e . $40,473.60 
Insurance reserve, i. e., amount necessary 

to be set aside: to meet increasing risks 

from aging of members.........-...+-- 21,424.46 


61,898.06 


Net balances... vise .ccsssee cocces $30, 112.67 
Analysis shows this net balance tu have been derived from 
the following sources : 
Surplus transferred from 1880 to 1881 account (being 
unexpended balance remaining after liquidating all 
liabilities on 1880 account, including an additivnal 
100 per cent. natural death benefits to 1881 mem- 
ee EP eo tie terreren treed err ee ee $5,522.56 
Surples of premiums received from members over total 





disbursements ... ........ .. asses sacvecsccerecees 11,390.11 
Interest on B. & O. Co.'s contribution, credited to 1881- 
FR IE so nnn ccc ancnccncpecesone sxences+mvegs aces 8,000.00 


To which add interest from same source for five months 
ending Sept. 30, 1882. yet uncollected ....... ...... ‘ 
Earnings trom temporary investment of funds not 
needed for immediate uSe........ 2c. eeee ee eee eee ees 


MNO 54.555 ame wank Ghee. Menen den wein nbiaiabd $30, 112.67 

This surplus, $30,112.67, represents the net balance result- 
ing from the operations of the Association to Sept. 20, 1582, 
inclusive, and under the terms of our constitution is to be 
used ** to reduce the next year’s contribution or to increase 
the allowance for natural deaths, or” is to ‘be otherwise 
devoted to promoting the interests of the Association in such 
manner and at such times as shall be deemed best by the 
Committe of Management.” 

Tbe reasons which induced your committee to distribute 
the balance, $18,55U.79, resulting from tbe first year’s 
overations of the Association, to those members whose con- 
tributions to the fund made it, in the form of an increased 
natural death insurance, were fully explained in the annual 
report submitted May 1, 1881. Those employés registering 
as members in 1881 were, equally with their seniors in the 
Association, entitled to participate in the profits their pre- 
miums helped earn. Notwithstanding the largely increased 
membersbip obtained in 1881 greatly augmented the re- 
ceipts from premiums, without entailing any expenditure 
for collection, and though the most diligent effurts were made 
to protect your funds against frauduleot claims, the losses 
of that year were so great as to excite an apprehension that 
the additional natura! death insurance would have to be re- 
duced if not wholly discontinued the succeeding year. But 
the general approbation accorded the announcement that 
the surplus of 1880 would he devoted to increasing natural 
death benefits so thoroughly confirmed the committee's 
interpretation of your wishes, and the substantial aid tbere- 
by afforded the families of deceased members so clearly 
illustrated the wisdom of this action, that it was resolved to 
maintain the increased allowance as long as possible, and 
to include therein all those joining the Association in 1881. 
That a sufficient balance remained from the operations of 
1881 to justify the continuance of this award during the 
evtire year 1882 is a source of much gratification to your 
management, which is also encouraged by the good results 
attained the fiscal year just closed to hope that the time 
will never arrive when the resources of the Association will 
be so heavily taxed as to necessitate a return to the $100 
each single natural death rate. Tbe new regulation of the 
company, that all persons admitted to its service shall not 
be over 45 years of age, and shall passa strict medical ex- 
mination, will very materially aid in maintaining this iu- 
creased allowance. It has already perceptibly elevated the 
standard of physical health of the service. 

The active membership of the association represents 
25,000 singie rates (or benefits), and the computations of 
the actuary show thatif the surplus, $30,112.67, were re- 
turned pro rata, it would only reiues the premium on each 
rate 10 cents a month ($1.20'¢ per yeur, while it is sufficient 
to justify the continuance, during-the yerr ending Sept. 30, 
1883, of the extra $100 each rate of naiural death benefit. 
Your managers have, therefore, in pursuauce of the policy 
above outlived, decreed that such additional natural death 
insurance shall, for said period, be awarded all who joined 
the assuciation prior to Sept. 30, 1882. 

The detailed reports of payments contaived in the 


2,500.00 
2,700.00 








monthly statements, which have been regularly published 





and conspicuously posted at all prominent points on Balti- 
more & Ohio hnes, render unnecessary the publication 
herein of itemized statements of disbursements or of the 
accounts on which made. Appended are statements of mor- 
tality, casualty and sickness among members siuce the last 
report, Taken in connection with tbe information pre- 
viously published, they furnish a resumé of the operations of 
the Association, valuable alike as eabibiting the seope and 
magopitude of the work performed, and as furnisbing inter- 
esting data for studying the bealth of various localities. It 
will be noted therefrom that during the period stated there 
were: 

From May 1, 1880, to Sept, 30, 1882 














May 1 To Dec. Jan. 31, 1881, To 
31, 1880. Sept. 30, 1882 





* eqneul 
fe) 
ON 
09 
ON 
sete eesee ss monE 
-Acd ied oSvi0ay 


-Atd jo ‘ON 


4 
* $]ueul 


-£ud jo 
-Atd jo * 


**squ0oul 





Deaths 
from ac- 
cidents. 

Deaths 
from 
other 
causes 
than ac 
cidents 27; 4,900 162 

Disable- 
ments 
from) 
in juries 
rec eiv- 
ed in 
the dis- 
charge | 
or duty. SCF =—«G6 574 3,465 43,947 3, | 

Surgical | 

expen- | 

} 





10 $11,000 81 $83,500 $1) $94,500 $1,038 


43,4C0 189; 48,300 256 


© 
~ 
io 
o 
S 
(oy 
rh) 
H 


ses in- 

volved 

in the 

above .. 333! 2,696) 2,273} 
Disable- i 

ments 

from 

sickness 

or in- 

juries 

not re- 

ceived 

in dis- | 

charge | | 

of duty 1,157 16,333 7,937 111,356 9,084) 127.689) 14 
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Total... 2,034 $41,502, 13,918 $:.99,603 15,952 $341,106 $21 


The total number of payments made from the commence- 
ment of the Association to Sept. 30, 1882, was 15,952. 
The number of communications received during same 
period was 35,432, the greater number of which required 
answers, 

Of the total disablements from all causes reported, 6,808, 
or about 30.5 per cent., did not entail six consecutive days’ 
cessation from work, or were rejected as not coming under 
the terms of tne constitution. While requiring the same ex- 
amination and supervision as more protracted cases, they 
involved no expenditure for benefits. 

As the principal object for which your Association was 
instituted is accomplished in the payment of benefits to 
those disabled from labor, your management bas always 
had a full sense of the importance of thoroughly investigat- 
ing the merits of each cluim presented. Also while exceed- 
ingly anxious to render fuli and impartial justice to each 
individual member of the Associativn, and to administer its 
constitution and rules liberally and consistently, it has re- 
cogpized as an equal duty the tas< of guarding every avenue 
by which fraud could be perpetrated upon tbe general fund, 
In the adjudication of the great number of applications for 
benefits presented, averaging 800 per month, they have not 
uofrequently been calied upon to consider conflicting evi- 
dence affeciing the validity of suchclaims. Ordinarily the 
mivestigation of the Medical Inspector, in connection 








with the _ certificate furnished in support of a 
c'aim for benefits, affords sufficient reliable 
data for determining its merits ; but some- 


times the ordinary methods of investigation, though supple- 
mented by correspondence, fail to reconcile direct contra- 
diction between the statements furnished by the claimant 
and the report of the Medical Inspector, or to iurnish suf- 
ficient evidence upon which to base an allowance of bene- 
fits, in those cases where the examinations contemplated by 
tke constitution and by-laws have not been made. In such 
cases a satisfactory conclusion bas generally been reached 
through the efforts of disinterested members, whose re- 
searches have supplemented the information previously ob- 
tained. In order to avaii of this assistance to the greatest 
possible extent, your management secured the nomination, 
at each prominent point and at other proper intervals 
along our lines, of three reliable members of the Associa- 
tion, to act for a limited period as advisory committees, 
who serve without pay, and to whom are referred for inves- 
tigation and recommendation dcubtful cases of the charac- 
ter cited. Some of these committees have been of special 
service, and the plan has not only resulted in much good, 
but our members have thereby been drawn into closer 
bonds of fellowship, and their z2al in preventing or frus- 
trating fraudulent claims upon the relief fund stimulated. 
The experiment bas altogetber been so successful that it is 
contemplated to extend tnis special service and to place it 
upon a permanent basis. 

As the Baltimore & Obio Co. bas continued to pay the 
salaries and traveling expenses of your Secretary, Medical 
inspectors and clerks, the funds of your Association have not 
been taxed on their accovnt. 

Since May 1, 1881, 17,186 certificates of membership have 
been distributed, making the total number of policies issued 
to date 28,703. . 

The active membership of the Association has steadily in- 
creased, while fluctuating as the company’s forces were aug- 
mented or diminished; it now embraces over 94 per cent. of 
all employés in the service. : 

Classification of iujuries and diseases reported brings into 
prominence, as causes of disablement, coupling accidents 
and miasmatic and intestinal disorders. Most of the former 
are caused by foreign cars, whose sil.s and coupling appar- 
atus differ materialiy from the Baltimore & Ohio standard, 
or happen to new employés, who, through fear of ridicule cr 
false pride, neglect, in coupling, the precautions prescribed 
by the company. Our exnerience shows the importance of 
each memter in train service encouraging, by precept and 
example, ths use of the sticks provided by the company for 
coupling. 

Recognizing that measures for preventing diseases far 
more efficiently promote your prosperity aud more nearly 
fulfil the mission of the Association—which is to administer 
in every feasible way to the comfort and welfare of its 
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members—than does even the payment of indemnity to 
those overtaken by suffering and loss of occupation, your 
management bas attempted toexercise a rigid sanitary 
supervision over the company’s properties and employés, 
and in such endeavors has received every support and en- 
couragement from the company’s officials. Where atten- 
tion has, from time to time, been called to probable or 
possible sources of danger to life, limb or health of employés 
appropriate remedies have been promptly applied; the re- 
sult being that your medical inspectors now report our 
entire system as free from predisposing causes to disease. 

Tae excellent results which, in the fall of 1880, attended 
the use of anti-malarial remedieson the Washington Branch 
prompted your management subsequently to make a wider 
distribution of appropriate medicines for preventing or 
checking those disorders most prevalent along our lines. 
Through these precautions large sums have been saved to 

our treasury, and much suffering among members bas 

een averted, notwithstanding the unusual prevalence of 
miasmatic disorders, not only in our territory, but through- 
out the couutry during the past year. 

While during the past winter small-pox was epidemic in 
many localities in wbich vou res.de, and so virulent as to 
excite grave apprehension and to cause many deaths, the 
free vaccination with the best of bovine virus of over 
twelve thousand employés (and in infected districts their 
immediate families), and the exercise of every precaution 
on the part of the company, undoubtedly saved many valu- 
able lives—the Association losing only two members from 
this disease. The fact thet in nearly 85 per cent. of those 
vaccinated the operation was succeesiul proves the effective- 
ness of such measures. 

These citations are made as illustrative of the greater 
good which can ultimately be secured from a more perfect 
system of sanitation. The ramifications of the service are 
so extensive, and the conditions under which different bodies 
of our members are placed are so various as substantially 
to cover the whole field of practical hygiene. It is ciearly .o 
the interest of every member to invite aud encourage sapi- 
tary supervision und control over himself and surround- 
ings, tothe greatest extent compatible with the rights of 
private life. Onsiy through the hearty co-operation of 
individual members in observing and evforcing the sani- 
tary measures which may be inaugurated by the company 
or the Association, can the greatest possible good be acvom- 
plished. 

Since May 1, 1881, the list of physicians and surgeons 
under contract to attend members injured in the discharge 
cf duty, under the schedule of fees established by the Asso- 
ciatiou, has been materiaily augmented, and the service 
thereunder rendered bas been economical and satisfactory. 
Considerable saving of medical expenses bas been effected 
by availinz of the services of those surgeons at divis‘onal 
stations under coutract with the Baltamore & Ohio Co. for 
its own purposes, 

It is gratitying to note an increasing recognition and ap- 
preciation of tbe superior treatment affurded by hospital 
over private practice, as evidenced by the number claiming 
the privilege of entering those hospitals under contract with 
the Association to give its memiers all the advantages of 
treatment, nursing, etc., enjoyed by the most favored class 
of patients. Through tbeir agency a number of lives and 
limbs have been saved that would otherwise, in all proba- 
bility, have been sacrificed to unfavorable surrouadings or 
unskilled nursing. The treatment of those members com- 
mitted to hospital pracece has been especially satisfactory 
and aliuost uniformly successful. When it is more generally 
understood that, while the Association assumes the payment 
of surgical expenses only in cases of injury arising trom the 
discharge of duty, any member—whether disabled by in- 
juries otherwiss incurred or by disease—is entitled to board, 
treatment and nursing at the best hospitals in Baltimore, 
Washington, Pittsburgh, Wheelmg, Columbus and Chicago, 
at the reduced rates enjuyed by the Association, it is not 
doubted that they will be still more generally utilized. 

Many membets bave availed of the arrangements per- 
fected by your mavagement with representative manfact- 
urers in various sections, to secure artificial limbs combinivg 
latest improvements, at the reduced rates paid by the gov- 
ernment for those furnished its soldiers and pensioners, and 
have thereby been enabled to accept active employment, to 
their own and the Association’s advantage. 

While from time to time such additions have been made 
to your corps of medical inspectors as materially mcreased 
ics efficiency, by affording opportunity for more thorough 
inspections and investigations, the mental and physical en- 
durance of each inspector is still severely taxed, and it is 
only by unceasing activity they are enabled to satisfac- 
torily perform their legitimate duties. While simultaneously 
exercising an effective supervision over the sanitary condi- 
tion of the large territory assigned them, they have also 
been charged with the physical examination of all applyiag 
for service with the compuny, and it has become very im- 
portant to lighten their labors as much as possible. By sec- 
tion 7 of the fourth by-law itis made the duty of every 
mewber entitled to allowance from the Association to see 
that his claim is prepared in due form and forwarded to 
the nearest medical inspector or to the Secretary. In the 
early life of the Association, when its rules and practice 
were new and but imperfectly understood, the duty of pre- 
paring certificates and data upon which to predicate claims 
for benefits necessarily devolved upon the medical inspec- 
tors. The present seems a propitious time for following the 


practice of other benevolent societies, and relegating to | © 


those pecuniarily interested the duty of securing satisfac- 
tory proof of total disablement, as required by our constitu- 
tion and by-laws. Accordingly instructions have been 
given the medical inspectors to furnish each member claim- 
ing disab'ement allowance with the necessary blanks and 
instructions, and it then becomes the latter’s duty to see that 
they are properly filled and forwarded for action. 
* % * * * 

In furtherance of the project announced in the report of 
May 1, 1881, of supplying disabled members with euter- 
taining reading matter, boxes similar to those used by 
hospitals for collecting literature were conspicuously placed 
at the most prominent stations on our lines, and through this 
medium and the direct donations of those interested in the 
Association, much matter has been gathered and by the 
medicai inspectors liberally supplied to such as desired it. 
Considerable quantities have also been forwarded to Garret, 
Ind., for the use of the Employés’ Library there situated. It 
is in contemplation at no distant day to so enlarge this 
system as to offer every member, ill or well, all the advan- 
“— of u well-appointed free circuJating library. 

regret to report that the annuity feature has not pros- 
pered in the same ratio as that providing relief for disable- 
ments. The subject of annuities is a new one in this country, 
and the small countenance given the pension features of 
other benevolent associations shows that our people have not 
yet realized the importance and value of this form of pro- 
tection against want in old age. 

BS * 0% * * * 


_ While the permanency of your Association was, from its 
initiation, assured through the guarantee by the Baltimore 
& Ohio Co. of all the provisions of its constitution, the 
expressions of pleasure and gratification with which its 
founders have publicly referred to its present development 





and financial condition testify tbat it is fairly fulfilling their j 


anticipations in preventing want and suffering. Sut your 
management regard its mission as far from accomplished, 
even tho it provide practical indemnity for loss of occu- 
pation and a provision for the families of deceased mem- 
bers. They observe with pleasure that the success which 
bas attended this pioneer ¢ffort to improve the condition of 
railroad employés bas already prompted the inauguration 
of several similar associations throughout the country, and 
that not only railroad employés, but those managing great 
railroad properties are watching with interest aud approval 
the results which are being worked out through your 
organization. They recognize and accept, as your repre- 
sentatives, a grand opportunity, through its further 
development, of illustrating to tbe mass of rail- 
road employés of America the great works that can be ac- 
complished by intelligent combinations for physical and 
mental improvement. Having reduced the operations of 
the relief features to a systematic and routine basis, your 
management, with the cordial co-operation and support of 
the Baltimore & Obio Co., perfected the details of the plan 
foreshadowed in the first annual] report, by which opportu- 
nity might be afforded you of investing your earnings with 
security and profit, or of acquiring howes of your own at 
lowest pessible cost, and in July last announced the inaugu- 
ration of two supplementary features—tbe savings fund aud 
building association. In the prospectus of the uew plan the 
Baltimore & Ohio Railroad Co. announced that, having in 
view the promotion and security of these new features, it 
would guarantee on all deposits a fixed rate of interest of 4 
per cent. It also offered the services of its bonded agents in 
collecting and disbursivg, and of its treasury in holding on 
deposit the moneys pertaining thereto, under thesame se- 
curity possessed by the railroad company for the safe, 
prempt and honest handling of its own funds, This guar- 
antee for the repayment of deposits and cf interest at ounce 
placed the new features in a position of ubsolute security as 
regards depositors, and assured them a rate of interest equal 
to that now paid by savings or other banking institutions, 
while placing within the reach of every employé on the 
Baltimore & Obio Railroad system all the facilities for de- 
positing and withdrawing funds evjoyed in large cities and 
towns, and giving depositors themselves an influential rep- 
resentation in the management. 

The compauy also offers to such employés as avail them- 
selves of the assistance of the Associatiou in securing bome- 
steads along its lines, or improving those already own d, a 
reduction of 25 per cent. from its regular rates on all build- 
ing material eptericg into the construction or improvement 
of such homesteads, and on household effects. 

The objects for which these new features were established 
were brietiy defiued in the prospectus to be ‘the encourage- 
ment of habits of prudence, economy and thrift, by placing 
within the reach of every employé of the railroad company, 
upon the simplest and most advantageous terms compatible 
with proper security, all the benefits derivable trom the 
safest and most liberal savings institutions of the country, 
and from the best conducted building societies. To this end 
each officer or employé of the Baltimore & Obio Railroad 
Co., who has been a subscriber to the relief features of the 
Association for the immediately preceding three months, or 
his wife, may deposit in the savings fund, in the manner 
and under the regulations set forth in the by-laws, any sum 
not less than $1 nor wore than $100 inany one day. The 
money thus accumulated will be invested and managed for 
the benefit of depositors.” 

While among other advantages offered are the following: 

Facilities to members and the wives of members of the 
Association, no matter how isolated their location, for in- 
vesting savings or making temporary deposits in a fund 
offering (through the guarantee of tbe Baltimore & Ohio 
Company for the return of all deposits with accrued inter- 
est) unsurpassed by any other savings institution in the 
country. * * se ¥ 

Opportunity for every member of the Association to pro- 
vide, or to improve, homes for their families, by borrowing 
from the savings fund, at the uniform rate of 6 per cent. 
interest, and upon the easiest terms as regards repayment of 
principal, viz., in monthly instalments of $1 upon every 
$100 borrowed, with the option to borrowers of making 
larger payments. 

Payment of interest at 6 per cent. per annum, not upon 
the whole sum borrowed until all the loan is repaid, but only 
upon so much thereof as, at the commencement of each year, 
remains unpaid; an advantage over most building socie- 
ties. 

Certainity of securing valid titles and conveyancing, 
searching records, recording deeds, etc., at reduce cost, 
through the employment of the company’s numerous counsel 
resident in various localities. : 

Free and complete possession of property purchased with 
loaus from the savings fund during the repayment of the 
loan, thus substituting the repayment of loans for the pay- 
ment of rents, and acquiring ownership of homes at little or 
no additional monthly payments, 

Ability to purchase materials at large reductions upon 
current rates, through contracts wade by the Association 
with wholesale dealers for building and other material in 
large quantities. 

Opportunity to utilize, free of cost, the officers of the 
Association, as agents in negotiating realestate and other 
transactions, such as securing fire and life insurance at 
reduced rates, prompt payment of taxes, water rates, etc., 


te. 
Reduced transportation for all material entering into the 
construction or improvement of bomesteads, etc. 

The free services cf an experievced architect in sunervis- 
ing building and in seeing that good material is furnished by 
the parties from whom the member makes his purchases. Or 
the Association willagree to purchase material and erect the 
house fora member as cheaply as (and prokablv for less 
than) he can build it. Plans and s;zecifications of houses and 
samples of materials from which to select will also be fur- 
nished on application. 

Under this programme, those leaving the company’s ser- 
vice can continue their payments as before, or can dispose 
of their interests to the best advantage, as can also those 
unable to meet their payments. 

Upon completion of the house the member takes possession, 
and uses the money previously expended in rent to meet the 
monthly instalments on bis ioan, toward the liquidation of 
which he also devotes the amount already deposited in the 
fund. The house is security for the Joan, and the security is 
increased as the loan is decreased. When the loan is wholly 
repaid the title ere to the borrower. Thus, at little or no 
increase over what he had formerly paid for rent, a member 
can iu a few years acquire ownership of a home equal t», or 
better, than the one previously rented, and meanwhile all 
improvements made upon the property are his own. 

hile forming part of the general plan of relief for em- 
ployés already in operation, the savings fund and the build- 
ing features are conductea under the separate management 
of a board of trustees elected solely by those pecuniarily in- 
terested in these new features. ; 

Although so recently inaugurated, the rapid growth of 
these additional features encourages the belief that their 
success will ultimately rival that of the relief features. 
Many members have already utilized the savings fund, 
and their deposits aggregate such sums as must encourage in 





others similar prudence and economy. A considerable por- 
tion of the moneys tbus accumulated has already been 
loaned other members to release burdensome mo or 
to purchase or improve homesteads, and tbe addi ional ap- 
plice tions already received from those desiring to build un- 
der the new programme are sufficient to absorb nearly all 
the remaining and available surplus. 

Depositories for the receptiou of moneys bave been estab- 
lished in such localities as can be easily reached by any em- 
ployé, however isolated, and such contracts have been 
made with manufacturers and dealers in building supplies as 
will enable the Association to properly construct houses pos- 
sessing becessary conveniences at figures which cannot be 
met by those who look for profit. 

In view of the dimensions attained by the Association, 
and the real estate and money transactions involved in the 
new features, it was thought necessary by your counsel and 
mavagers to secure tor it recognition as an independent cor- 

ration; for which purpose a sp°cial charter was obtained 

rom the Maryland Legislature in May last. 

The only modification of the text of your constitution 
since my last report was the unimportant one referred to in 
the opening paragraph of this paper, as changing the fiscal 
vear of the Association so as to correspond witb that of the 
Baltimore & Obio Co. The few changes in the regulations 
suggested bv the experience of the past 29 months have 
beea embodied in four by-laws, and, from time to time, 
reported in the monthly statements of benefits paid mem- 


rs. 

The methods of procedure in the preparation of claims, 
etc.. are now well understood, and the uffairs of the Asso- 
ciation are consequently conducted economically and expe- 
ditiously. 

It is with very sincere pleasure I am able to point to the 
flourishing condition of your society, both in its financial 
and administrative departments, as very largely resulting 
from the untiring evergy and industry of your medical in- 
spectors and those composing the clerical force of the Asso- 
ciation—prompted by z2ai and terest in their work as 
gratifying as it is admirable. 

An appendix to the report contains tables showing all the 
various causes of death and disability of members of the 
Association, giving those employed in the Transportation, 
Road and Machinery departments separately. These ta- 
bles are too voluminous to be reproduced here, but they 
form an interesting study, and when a few more years are 
added to the experience of the Association they may be 
made the basis fur some valuable deductions. 








An English View of American Special Technical 
Associations. 





The London Engineer, taking as its text the last annual 
report of the Master Car-Builders’ Association, publishes 
the following article, which, it will be seen, is largely de- 
voted to the discussion of the peculiar kind of technical as- 
sociations common in this country, but hardly known in 
England : 

This report, which appears as a small 8vo volume of 250 
pages, is a favorable specimen of the kind of work which is 

ing dove by what may be called the specialist societies of 
the United States—societies which have their parallel on 
the Continent, especially in Germany, but which are prac- 
tically uaknown in England. We have, of course, techni- 
cal societies in plenty—some, like the Institution of Civil 
Engineers or Society of Arts, which cover a very wide 
ground ; others, like the Iron and Steel Institute or the So- 
ciety of Telegraph Engineers, which cultivate only a re- 
stricted field. Even with the latter, however, the restric- 
tion, at any rate as regards membership, is rather nominal 
than real. The Iron and Steel [nstitute, for example, would 
welcome into their ranks any one who is eligible for the cor- 
porate membership of the Institution of Civil Engineers, 
besides very many who are not. Whatever their aims or 
restrictions, however, the course of action of such societies 
is similar. They meet at regular intervals throughout a 
session of some cight months—say once a week, or once a 
fortnight. At these meetings such papers as have been 
offered by members or others, and approved by the govern- 
ing body, are read and discussed, and the record is subse- 
quently published for the benefit of the society and of the 
public. Such papers are necessarily of a sporadic and vari- 
ous character, dealing mainly with whatever may be the 
‘burning questions” of the day in that particular depari- 
ment of knowledge ; and the discussions are apt to be des- 
ultory and ae. No attempt is made—with few 
exceptiors—to take up and work out any particular ques- 
tion ; to ascertain exhaustively what is the experience of 
the most prominent members on that particular subject, 
and to record this, with their opinions on its past history 
and future progress. It is known, in fact, that such experi- 
ence and opinions will iu most cases be given grudgingly, 
if given at all ; and that it would probably be impossible to 
collect such a body of information as would fairly represent 
the facts of the case. As a matter of fact, it is not at- 
tempted ; the weekly or fortnightly meeting, with a good 
paper on some subject or cther, and, if possible, a good dis- 
cussion to follow, 1s ail that a member looks for as the ulti- 
mate object of such an association. 

This sort uf thing does not suit our brethren in America. 
In tbe first place—confinivg ourselves to engineering so- 
cieties—tbe country is so vast that it is impossible to collect 
the engineers of any one class together for weekly or fort- 
nightiy meetings. Hence the form naturally assumed is 
that of an ** Annual Convention,” which is held at some im- 
portant centre, and to which an engineer, even from a dis- 
tance, finds it quite worth while togiveup aweek. Then, 
when the convention bas met, the intensely practical turn 
of mind characteristic of the American engineer indisposes 
him to listen to papers on subjects with which he has no di- 
rect concern. In England a mechanical engineer sits con- 
tentedly through a paper on blast furnaces, and a civil engi- 
neer Jistens amicably to a discussion on the difference Le- 
tween English and American practice in locomotive boilers. 
He feels that he is picking ~- some knowledge on an inter- 
esting subject, which is at least akin to his own business; 
and that ic is impossible to say when such knowledge ma 
turn out of practical value tohim. We by no means wis 
to imply that he is not quite right in his view; but at least 
it isnot that of an American. Long before the paper was 
over, the latter would ‘calculate that be bad somethirg bet- 
ter to do with his time”—something, namely, which he could 
see a more immediate prospect of turning into hard cush. 
This feeling naturally tends to split up societies into small 
groups, each working a very umited field, in which all of 
its members are directly interested. In England, even on 
the continent, no one would dream of proposing one society 
for locomotive superintendents and another for carriage 
superintendents; but iu the United States we fiod the Master 
Mechanics’ Association and the Master Car-Builders’ Asso- 
ciation both in full vigor. Now, it is obvious that, the 
ground being thus subdivided, each plot can furnish a suffi- 
ciency of intellectual food for those concerned in it only by 
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being most diligently cultivated. Add to this that an 
American engineer believes in theory, believes in practice, 
believes most of all in going ahead. When a subject 
is started, be wants to know what everybody 
thinks ahout it, and what everybody has _ been 
doing with it hitherto, in order that he may strike out some- 
thing which shall outshine them all. Hence the regular 
course of things in an American techoic1] society is as fol- 
lows : Somebody starts a subject; he suggests, we will say, 
that if would bs well to know something about the best 
forms of continuous brake for goods trains. In England this 
would only mean that the secretary woul] endeavor to get 
somebody, probably an inventor of goods-train brakes, to 
read a paper upon them, and that paper, if obtained and 
read, would receive a certiin very limited amount of dis- 
cussion. In America it means something quite different. 
The society forthwith appoints a committee to deal with the 
question. The committee sends round to every inventor of 
such brakes, and to every railway engineer wno is known to 
have tried them, a schedule of questions to elicit his experi- 
ence and his opinions. These not only send these round, 
but—mirabile dictu—they get answers to them, at least in 
the majority of cases. Their answers form the basis of a re- 
port, which is laid before the society at its next convention. 
It is needless to state that a number of opinions, obtained in- 
dependently from different persons, will be found to present 
very marked discrepancies and even coatradictions. Those 
who have thus put forward opposing views are pretty well 
bound to maintain them. A good discussion by really 
capable m2n—the most difficult thing to insure in such meet- 
‘ngs—is thus provided for, and the subject eitber gets 
thrashed out completely on the spot, or is referred back to 
the committee for further inquiries. further experiments, if 
need ba, and for a second report to be presented and consid- 
ered at the next Convention. 

[t is difficult to resist the conclusion that much good must 
result from such thoroughand painstaking investigation of 
a subject. Why such a thing does not exist in England, 
aud whether it could be introduced, are questions we shall 
not attempt to eater upon here. Any one, however, who 
wishes to judge for himself as to the manner in which such 
inquiries are conducted miy be recommended to glance 
through the volume before us. The convention of the Mas- 
ter Car-Buillers’ Association was held at Pailadelphia on 
the 13th to 15th June, 1882, under the presidency of Mr. 
Leander Garey. Tue President's address, which was. very 
short, pointed to three questions as specialiv requiring the 
attention of the Association, namely, the automatic coup- 
ling of cars, the exact gauge to which wheels should be set 
with reference to lateral play between flange and rail, and 
the repairs to loaded cars while in transit. Reports were 
then read and discussed 02 the following subjects: Train 
brakes for freight cars; accidenis to trainmen; standard 
draw-bars and draw-springs; carrying capacity of freight 
cars; materials for car construction; amendment of the 
constitution of the society; brake beads and shoes: a stand- 
ard wheel gauge; repairs to cars in transit; the Tallman 
brake; automatic draw-birs for freight cars; standard 
screw-threads for cars; and on a joint meeting with the 
Master Mechanics’ Association. Some of these reports con- 
tained little or nothing beyond the fact that the committee 
was pursuing its investigations; others gave most valuable 
information on the topics concerned, and led to !ong and 
animated discussions. 

We will take one of thess discussions as a specimen, be- 
cause it relates to a subject very recently discussed in these 
columns, namely, the proper form to be given to the tread 
of railway wheels. In that discussion it was noted as very 
remarkable that the question whetber a wheel tread should 
bo conical or flat was not yet settled in England; inasmuch 
us at least one eminent authority considered the practice of 
coving to bea mistake. It appears that the same difference 
of opinion exists in America, but ina much more marked 
degree. That the question, after forty years of railway 
working, should yet remain to be fought out is itself a 
powerful argument for the existence of such bodies as the 
Car-Builders’ Assoviation. It arose at the present meeting 
indirectly, in the course of a discussion as to wheel gauge. 
Mr. Davenport observed that a railway master car-builder 
had maintained to him, as the result of many tests, that a 
wheel straight on the tread, or cylindrical, will run more 
evenly aud more steadily, and go round a curve as easily, as 
a coned wheel. On the last point, which is, of course, the 
special point of discussion, he made tie following very perti- 
nent remark: “ Does it not make 2 difference whether you 
are pulling a car-round a curve or pushing it round a curve / 
If you are pushing, then, of course, the inclination of the car 
is to go off on a tangent, and hug the outer rail. Then, of 
course, the cone would be a help. But if you are pulling the 
car, then you are forcing it toward the inner rail, and the 
momentum ¢¢ the train is carrying it toward the outer rail. 
But in freig< trains, which of course is the priucipal thing, 
the draught of the train is »llthe time tending to force the 
wheel against the inner rail.” 

It wouid certainly seem at first sight that there is much 
frcein this, The subject has always been treated, we believe, 
as if the vebicle were running round the curve by itsown mo- 
mentum, independent of any pull in front. This is true, of 
course, of the engine, and so tar the arguments in favor of 
coning would apply ; but itis not true of the vehicles which 
is is dragging round the curve after it. These have a for- 
ward pull upon them, which acts at a tangent to the 
curve and does actually tend to lead them roundit. But a 
moment's reflection shows that this is not, even yet, tke 
whole of the story. The vehicle has also a backward pull 
upou it, due to the remainder of the train, and this pull 
tends co twist it in the opposite direction, «r to throw it off 
the curve. If the two pulls were equal, as well as symmet- 
rical, the vehicle wou'd thus be in toe same condition as if 
it were free, and the arguments for coning would still hold. 
But they are not equal, the forward pull being of course the 
greater, by just the amount of resistance to traction due to 
the wagon itself. Hence there will bea resultant move- 
ment, tending to make the vehicle follow the curve; in 
other words, to’keep the inner leading wheel close to the 
inner rail. How far this will succeed in actually turning 
the vebicle in the required direction, and so preventing the 
flauge of the outer ieading wheel from bearing against the 
outer rail, must be determined by observation ; but if it 
does so to aay considerable extent, then the advantage of 
coning, as enabling the outer wheel, which has farthest to 
go, to run on the larger{circle, is so far rendered nugatory. 

The discussion of the point at Philadelphia revealed an ex- 
traordinary varizty of opinion. It was asserted by one or 
two speakers that on a curve the flange of the outer leading 
wheel was always hard against the rai!, and the rapid wear 
of the inside of the rail-head was quoted as a conclusive 
proof, To this it was replied that the argument as to the 
cars did not, of course, affect the engine ; in fact, the engine 
is forced against the outer rail not only by its own mo- 
mentum, but by the twisting action of the pull on its draw- 
bar, and has probably a greater grinding effect than all the 
carriages put together. Again, the question was said to 
have been asked, ‘“ How long does the coning last ¢’ and it 
was admitted that it was completely worn off long before 
the wheel came back for re-turning. It appeared further 
that the Lehigh Valley Railway had been testing unconed 
wheels for a year, ona very crooked road, with great suc- 


turned from a hard-running into an easy-running one by 
taking off the cone; and that another railway hgd been 
using unconed wheels on its locomotives for ten” vears. 
Therefore, even for engines, there is some ground for think- 
ing, as one speaker expressed it, ‘‘that the coning of wheels 
is an old fogy idea, and ought to be done away with.” 
Eventually a committee was appointed to examine into the 
question. Doubtless they will. present a valuable, probably 
a conclusive, report to the convention of 1883; and within 
ten years after the question has thus been disposed of, it is 
not, perhaps, too much to hope that English engineers may 
generally wake up to the fact of its existence. 








A Trip on the London Underground. 


How many Londoners have ever traveled in one stretch 
right round tbe underground railway ? The proceeding may 
seem irrational, yet it is wort, while once in a way—and, 
indeed, no man is likely to try it more than once—if only to 
realize the full portentousness of our metropolitan inferno, 
Some of these days, when the circle is quite finished, we 
shall, no doubt, turn it to its natural use asa place of pun- 
ishment. Prisoners will be condemned to so many continu- 
ous ‘‘round trips,” as they now are to so many weeks in jail 
or so many lashes, But in the present imperfect state of our 
civilization we may yet for some time contiuue to travel by 
it. It is an incident of a semi-barbarous condition—very 
useful indeed, but not the less scandalous on that account. 
You laugh at such extravagance; come, and see! Make 
your entrance by this artistic shed ; it will soon bea Philis- 
tine station, which calls itself Tower Hill. The train is just 
starting. Don’t be alarmed at that series of loud, sharp re- 
ports. Itisonly the porters shutting the doors with their 
usual gentleness—that is the signal for departure. Some 
uncouth noise you will soon find is the signal for everything 
in the nether world. Tbe umbree silentes are a mere fiction 
of the poet. Open the door and jumpin, but jump clear— 
the train always starts as you are jumping. And now you 
are in it, all in a moment, ‘‘ ’mongst horrid shapes and 
shrieks, and sights unholy.” There is a lamp overhead 
which just shows you the darkness, a window by your side 
which just lets in the smoke. The carriage jolts and rattles 
and groans and scrapes and squeals, but ail several noises 
seem to merge in one dull generality of noiso in the 
deadened atmosphere. The whole train—nay, tle whole 
nether world—is rumbling inside your head. You close 
your eyes, but in a moment the air is rent with tuneless 
screams. A dozen treble voices, variously cracked, solicit 
your custom for rival evening papers, papers that you can’t 
read if you buy them. That is the signal for a halt. The 
brake responds with a growling jar which sends a sympa- 
thetic tremor up the back—we are atastation. Distracted 
crowds of men and women surge hither and thither; then 
there is another discharge of artillery, another jerk, and the 
rumbling and shrieking have recommenced. When this has 
happened three or four times, the sense of hearing has 
adapted itself to circumstances and the pleasures of sight 
tezin. For they are not unadorned, these capacious vaults 
in which the Stygian horse receives and disgorges its vic- 
tims. All colors that strike the eye, colors of business that 
have no name in the world of art, emblazon the wall io 
hideous rivalry. Keen and Colman are intertwined in a 
mortal struggle for supremacy in the yellow realms of mus- 
tard, while the tender green of Camuset’s Champagne seeks 
pto interpose with soft suggestions of sybaritic delight at 42s, 
adozen. And oh, Cock and Cockle and Cockerell, Hignett 
and Hogben and Pinxton and O¢tzmann, and all ye other 
great of fhe earth—oh, Milk Food and Ebonite Blacking and 
Fruit Salts and Crushed Cocoa Nibs—what a spectacle do 
you conspire to present to the artistic eye! Meanwhile, 
we have got to King’s Cross. The first stage of your pro- 
bation is over. Prepare for a worse. 

The region of alternate night and twilight is behind you, 
but “ cloud instead and ever-during dark” surround you in 
the very heart of Avernus. Sight and hearing have both be- 
come numbed by this time, but taste and smell yet remain 
to be assailed by the mephitic fumes that grow thicker aud 
thicker, fouler and fouler every moment. Shut the window 
and you are stifled. Open it again and you are choked. And 
now observe, if you have a taste for toxicology, how the 
same poison works differently on different orders of beings. 
The stiff spinster opposite you is shaken with a convulsive 
cough. The stout old gentleman by your side is nodding 
toward your shoulder in drowsy torpor. The very train 
seems to groan more heavily, to grind along more slowly 
than before. Nay, nowit has altogether ceased grinding 
and this time it has halted in the dark. Is it an accident ? 
Never mind. You are as indifferent to a collision as a sea- 
sick voyager is toshipwreck. But no, it is not an accident; 
it is a station, but no capacious vault this time, only an or- 
dinary bit of dark tunnel with a long covered shaft that 
leads, perhaps, in the far distafce to the light of day, for, 
see, men come stumbling down it cheerfully. They are un 
conscious of the fate before them. But those who ascend it 
do so with heavy steps and dazed mien. ‘* Hoc opus, hic la- 
bor est.” Your eyes smart and water, your brain reels. 
When shall this tyranny be overpast ¢ 

Hope revives at Edgware Road, to die again about Sloane 
Square. During the intervala little of the upper air—or 
upper fog, according to the season, has once more struggled 
into the carriage to fight a desperate though losing battle 
with the foul gas which but now ruled supreme in its nar- 
row confines. The excitement of the struggle serves to cheer 
the drooping spirits of the passenger during that last weary 
season of relapse. for the end of your journey is worse than 
the beginning. Of him that makes the infernal circuit one 
may say, adapting the words of the poet: 

Smoke, stench and smoke in eyes, ears, mouth and nose, 
From the black d ep to the black deep he goes. 
—Pall Mall Gazette. 








American Electric Signals. 


The American Railway Signal Company of Illinois now 
owns sixteen patents upon the latest improvements in elec- 
tric signals for railways. The system consists merely ina 
battery, one wire strung on poles, targets at each end of the 
section which inclose the split banners and the track instru- 
ments, and is operated in the following manner: The cgr in 
entering the section passes over first a circuit or current 
maker, then about six feet beyond over acircuit breaker. 
As each car passes over these track instruments the banners 
indicate that the current is alternately made and broken. 
When the last car has passed the breaker the banners fall to 
and remain at danger until the train has completely passed 
over the circuit closers at the other end of the section, when 
the current of electricity commences to act, and the ban- 
ners are drawn up out of sight, and the section is shown to 
be clear. 

The circuit-makers are at the extreme ends of the section, 
and the breakers between them, and distant only about six 
feet from the closers. 

The banners are held up by electricity, and when there is 
no electric current the banners must fall by their own weight 
to danger. For simplicity, nothing excepting the telegraph 
can equal it. 

The operation of the system is perfect, as appears by its 











cess; thaton the New York Central an engine had been | 


trial at Aurora on the Chicago, Burlington & Quincy, 
where from 1,800 to 2,000 vars pass daily over it, and it 
works successfully.—Chicago Inter-Ocean, 


A Terrible Struggle for Life. 


A dispatch from Boston, March 27, says: ‘‘ A horrible 
and in some respects a remarkable accident occurred this 
evening near Readville Station, on the New York & New 
England Railroad, a few miles from Boston. The draw-bar 
between the locomotive aud the tender, on an outgoing 
freight train, broke while climbing a heavy grade. The 
fireman, Fiancis Stu: gis, fell into the gap, and in falling 
he grasped the brake rod and was dragged tora quarter ofa 
mile, his feet striking against the ties and wearing the flesh 
from the bones. He clung to the brake during this terrible 
period, in sigbt of the engineer, who witnessed the struggle 
for life without the power to render aid. He whistled for 
down brakes, but the brakemen did not respond, and it is 
alleged they were not at their posts of duty, Fivally, the 
poor fellow’s strength giving out, he fell beneath the train 
and was killed.” 





ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 

Page. 
Atchison, Topeka & Santa Fe... 7 Maine Central 


Boston, Barre & Gardner. . 73 Manhattan 
Boston & Lowell 3° Missouri Pacifi 
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Boston, Revere Beach & Lynn..100 New Haven & Northampton.... 7 
Camden & Ailantic.............. 17 New London Northern......... 138 
OBMEERT PROUIC..... 0 2005s s0s000005 ‘3 N.Y. Cen. & Hudson River ...7.8 
Charlotte, Col & Augusta... 23 N. Y.. New Haven & Hartford. 22 
Chesapeake & Ohio Norfolk & Western............ 180 

Northern Central 23 


Chicago, Bur. & Quincy.... 
Chicago & Alton 12 





nu eee. aek@ar Ohio & Mississippi... f 
Chi., Milwaukee & St. Paul.73. 167 Pennsylvania & N Y... <me 
Cincinnati, N. 0. & Texas Pi.. 30 Pennsylvania Railroad , 154 
Cleve., Col, Cin. & Ind....181, 183 Philade phia & Reading.... ... 22 
Cleveland & Pittsburgh......... 39 Phila, Wil. & Baitimore....... 133 
Columbia & Greenville......... 59 Pittsburgh & Lake Erie....... . 40 
Connecticut River.... .... ...1/5 Portland & Ogdensburg..... ... 100 
Delaware & Hudson Canal.100, 122 Portland & Rochester. .........109 
Delaware, Lacka. & Western ..122 Providence & Worcest)r .. ...1 4 





European & North Americ 
Fitchburg.... 
Grand Trunk ......... 
Hannibal & St. Josept 
Hartford & Conn. Western..... 
Houston & Texas Central ....... 3 
Huntingdon & Broad Top. 
i 67 


van. 


Rochester & Pittsburgh re | 
St. Lovis, Iron Mt & Southern.167 
St. Paul & buluth.... ‘Ob 
South Carolina..... 
t nion Pacific 
Virginia Midland .. ....... ‘ 
Wabish, St. Louis & Pac..167, 180 








Illinois Centrai ....... , 18°, 182 Western R. R. Association...... 37 
Lehigh Coal & Navigation Co..138% Woodstock .._........ceeeceeeeee 100 
Lehigh Valley ..... ..ccssceeee ‘3 Worcester & Nashua............ 40 
oo Seer 73 





Natchez, Jackson & Columbus. 


This company owns a line, of 3 ft. 6in. gauge, from 
Natchez, Miss., northeast to Jackson, 100 miles. Of this 40 
miles were built last year, the road not being open to Jack- 
son until November. The report is for the year ending Dec. 
31 


The debt of the company is as follows : 


Funded debt.. ... ...€201,900 
ic eer eee PR STO EE oh 
Natchez City bonds endorsed.................seeeeceeeeee 225,000 
MR eC titacted cmd whatore ca nakbe AReaee . $597,461 

The cost of the road and equipmeut was $1,095.489, the 


balance over the amount of debt having cume from stock 





suhscriptions. 

The earnings for the year were as follows : 

1882. 1581. Inc. or Dec. P.c. 

i, Ae ee eee $24.343 $10,582 I. $13.76 129.7 
ONE Si cone. 460 cpciew ese 75,691 43,782 I. 31,909 72.8 
WEE sa sasicciccney sa etenanas 4,154 3,105 I. 1,049 33.8 

ee Eee ee $1047188 $57,469 I. $46,719 81.3 
BRIO Sisk Sctaiesci ccwusea 65,865 28.681 I. 37,184 129.4 

Net earnings ... ......... $38,323 $28,788 I. $9,535 33.2 
Gross earn. per mile....... 1,563 1,149 I. 114 100 
Net ” Ml TS 575 57@ D. 1 0.2 
Per cent. of exps............ 63.22 49.91 I. SROR opcee 


The average mileage worked last year was 6634 miles, 
against 49% miles in 1881. For the months of November 
and December, when the road was fully opened to Jackson, 
the gross earnings were $34,978, or over one-third of the 
entire earnings for the year. 


Chicago, Burlington & Quincy.. 


The following statements for the year 1882 are received 
in advance uf the publication of the full report. 

The mileage at the close of the year was 3,216 miles against 
2,924 miles in 1881, an increase of 202 miles during the 
year. 

The earnings were as follows : 

















1882. 1881. Inc. or Dec. P.c 

Pa s:s icie0 04.60? es $15,711,530 $16,4595.819 D. $884,309 5.3 
Passengers ........- 4 750,992 3,616,086 I. 1,140,906 31.6 
po  errerrrere 1,534,802 1,112,245 I. 422,557 34.0 
A $22,003,304 $21,324,150 $679.154 3.2 
Expenses. . . 10,668,341 10,574,357 T. 93,984 09 
Net earnings ... .$11,334,963 $10,749,793 I. $585,170 5.4 
Gross per earn, mile. 7,167 7,482 D. 315 42 
Net earn, per mile.. 3 660 3,712 D. 112 2.9 
Per cent. of exps.... 48.49 49.59 D. ee 


The iccome account is as follows: 


Nei earnings, as above 
Net receipts from land grant 











te sceeeniantnch. qanhices ahh énetendakcaes 
cea cachet htnacenanadawsie-  —semsmdeate $615,622 
OE RE RO rere eee ar 
NR a lie Giovancseacse S6ee- oo> avs 6, ae 
Sinking funds..... 631,443 
—_——_ 5,279,625 
SUERTE ETT TT TT TT Tere $7,385,063 
Transferred to renewal fund................ $750,0 
Dividends, 8 per cent.. .......... 5,023,599 
—— 5,773,599 
BORING GROIN WOES. ow 5 oi osc s oe becsadscccecs $1,611,464 


In 1881 the dividends were also 8 per cent., the amount 
transferred to renewal fund was $1,000,000, and tbe bal- 
ance carried over was $1,650,422. 


Housatonic. 
This company owns a line from Bridgeport, Conn., to the 
Massachusetts line, 74 miles, with a branch from Brookfield 
Junction to Danbury. 5.5 miles. It leases the Berkshire 
road, from the State line to West Stockbridge, Mass., 22 
miles; the West Stockbridge road, from West Stockbridge 
to the New York line. 2.75 miles, and the Stockbridge & 
Pittsfield road, from Vandeusenville to Pittsfield, Mass., 22 
miles. The total is 79.5 miles owned, 46.75 miles leased 
and 126.25 miles worked. The report is for the year ending 
September 30. ; 
he equipment consists of 24 engines; 27 passenger, 3 mail 





and smoking and 9 baggage cars; 533 box, 14 hay, 829 flat 
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and 3 caboose cars: 1 wrecking car. This isan increase of 2 
locomotives; 1 passenger, 1 mail and smoking and 1 baggage 
car; 351 box cars and 1 caboose, and a decrease of 9 flat 
cars. 

‘The condensed balance is as follows: 


i ey : sess. ses. $820,000.00 

POON COB is 2058 sivess.4-sas bh ceanaeiibenas .000 .00 

Bonded debt.............. a BIE LS He Rake Ree, 1,050,000 .00 

PNG 2s warcsctdnas: <. 2 <nnclaeamneneanenniies 223,440.72 

ce, rE aa ann Wena 188,.08.37 

September expenses, accounts, etc... ...........-.- 94,860. 
TOE os cis oes dass nd ete sas Gene eaen akan eal $3,556,310. 08 

Road and equipment. ............... $3,257,705.90 

| ie ee oe 75,627.76 

Accounts and balances............... 117,151.98 

GE tithehs csctebca 53% Meee 105,824.39 


——_—— $3,556,310.03 
The bonded debt consists of $150,000 7 per cent. bonds, 

due 1883 ; $100,000 7 per cent. bonds, due 1885 ; $300,000 

6 per cent. bonds, due 1889; $300,000 5 per cent. bonds, 

due 1910; and $200,000 rolling stock certificates, 5 per 

cent., due 1889. These certificates were added last year. 
The traffic for the year was as follows : 








1882-81. 1880-81. Ine. or Dee. P.c 
Train-miles . pe Pe 539,470 544,810 D. 5,540 0.9 
Passengers carried.... 340.478 319,743 I. 20.735 6.8 
Passenger-miles....... 8,546,740 7,846,894 1. 699,846 8.9 
Tons freight carried. 353,909 348,614 I. 5,295 1.5 
OS nds x00 060605 17,510,670 17,277,336 I. 233,334 1.4 


The increased business was carried with a slightly dimin- 
ished train mileage. There was a gain, especially in local 
freight and in through passengers. 

Earnings for the vear were as follows : 

















1881-82. 1880-81. Ine. or Dec. P.e. 
Freight and milk...... $487,292 $512,017. D. $24,725 4.5 
Passengers ............ 230,283 217,216 I. 18,057 6.0 
MN RS a wsabcc sidaxes 28,753 25,280 I. 3,473 13.8 
aie: at Sacadicie $746,328 754,513 D. $8185 1.1 
Expenses miele scat 493,125 480,531 I. 12,594 2.6 
Net earnings .... $253,203 $273,982 D. $20,779 7.6 
Gross earn. per mile... 5,912 5,976 D. 64 #11 
Net S se see 2,006 2,180 D. 174 7.6 
Per cent. of expenses.. 66.07 63.69 I. 2.38 


The earnings show a slight decrease and the expenses an 
increase, resulting in a considerable loss in net earnings. 

The additional cars. bought in seven months earned $11,756 
in excess of cost of repairs and interest on certificates. 

The income account was as follows: 
Mot dermiings: G6 BONG... . 2... 52.5 cs0ds0d ebdssteenees $253,203.10 


er er $22,249 68 
2 re er 59,550.00 
Rentals of leased limes........... ........ 74,075.92 
Dividends on preferred stock, 8 percent. 94,400.00 


250,275.60 
Surplus for the year........... es pase $2,927.50 
Profit ont loss, balance, Sept. 30, 1881............... 220,513.23 
Balawoe, Het: D0, IGOS: ie ssicdecsck secenss. se $223,440.73 

The President’s report says: ‘‘It will be observed that 
there is an increased bonded indebtedness of $200,000, the 
proceeds of which have been invested in 250 line cars and 
50 coal cars. 

‘* We have purchased and laid in the track 1,220 tons of 
steel rails, and made a contract for 2,500 tons for May and 
June delivery, which when laid will gtve us continuous 
steel rail from Bridgeport to Pittsfield. We have purchased 
three locomotives at a cost of $42,041.54, and sold one loco- 
motive for $3,280. Land bas been purchased and new 
freight and passenger depots built, and increased siding at 
Housatonic, costing $21,305.12. The genera! condition of 
your property is first-class, and it will be found, for the first 
time, fully capable of meeting economically any freight and 
passenger demands made on it.” 


St. Louis & San Francisco. 





At the close of the year 1882, which is covered by its last 
annual report, this company owned and worked the follow- 
ing lines: 





Miles. 

PRs BIO reais ses kd ake eseek baw aoa 29256 
Lo | ee eee em 1 
Peirce City, Mo., t) Wichita, Mea... c.ccscccs cess ceccccae 21 
CRE, TIO. OP I OND Ge -ascaeinsbbaseesenn. wneansa ne 10 
Girard to Galena, Kan. (including Belt Road at Joplin)...... 474% 
Carbon Branch........ Py fe ee ee Sedcas 
Plymouth, Mo.,to Fort Smith. Ark............ ....e0..00- ise2ig 
Springfield to Ozark, Mo. (White River Branch)........ . 19 

WE io." sk. pndioodbwia Guein ketene nas neem aaa seve 12434 


The increase in mileage during the year was 64% miles. 
The average mileage for the year was 676.68 miles, against 
624.41 miles in 1881. 

The Central Division of the Atlantic & Pacific Railroad 
(operated by this company) has been extended during the 
year from Vinita, Cherckee Nation, Indian Territory, to 
Tulsa, Creek Nafion, I. T., on the east bank of the Arkansas 
River, a distance of 65 miles, giving it a total length of 98% 
miles, and making a total mileage under the control of and 
operated by this company, of 8235¢ mules. 

In addition to this mileage, trains run by contract over 
the Missouri Pacific road, Pacific to St. Louis, 26%{ miles, 
and over the Atchison, Topeka & Santa Fe, from Wichita to 
—* 247 miles, making a total mileage used of 88514 
mules. 

‘the equipment consists of 79 locomotives; 33 passenger, 
2 combination, 5 postaland 11 baggage cars; 1,187 box, 
485 stock, 20 flat, 1,000 ore and 43 caboose cars; 2 officers 
cars, 1 pay car, 5 boarding, 2 tank and 2 wrecking cars 

The company also owns one-half interest in 3 Pullman 
sleeping cars. 

The general account is as follows, condensed: 


Stock, common...... Te ee ae $10,500,000 .00 

| ATA GS EEE NEE OE 10.000.000.00 

“Po, MNOS 5 5: s.cn da cdcadedepubis ubshadoinks 4,500,000.00 

4 eS . 20,364,000.00 

Bills, accounts and balances payable........... ... 2,547,268. 

Income account, balance............... .cceeeee cece 1,374,095.78 

OUI 06 6.0'sis crow. 0:0 5'n\0lnb-ar>ra pein sep abeinen idl oa 
Road and property.................. $42,061,061.62 
Securities and acccunts........ ..... 492,740.31 


COBGRDOROWREE. 62 0.0 scc sins cascvsee 
Materialsonhand .......... ........ 


Sundry construction accounts. ...... 4,634,935. 14 
Bills, accounts and balances........ 1,279,237 .4:3 
EMMsreccte) Seheueutciaek .setenes 156,848.27 








49,285,363 .86 
__ The increase in cost of road and property is $38,780,- 
722.04, due partly to large additions to equipment, but 
chiefly to the absorption and extension of lines formerly 
controlled by, now owned. 

The bonded debt consists of $7,144,500 South Pacific 
bonds; $500,000 A bonds; $5,166,500 B and C bonds; $603,- 
000 equipment bonds; $1,100,000 Missouri & Western bonds; 
$1,350,000 trust bonds of 1880; $2,000,000 St. Louis, 
Wichita & Western bonds, and $2,500,000 general mort- 
gage 6 per cent. bonds. 

The total amount of bonds authorized under the general 
mortgage is $30,000,000, a sufficient amount being reserved 
to retire all other issues. , 
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The traffic for the year was as follows : 
1882. 








Train miles: 1881. Inc. or Dec. P.c. 
Passenger ....... 911 621,225 I. J 10.6 
Freight.......3... ... 1,416,414 1,902,441 I. 113,973 8.7 
rina Sola. 33,389 57,097 D. 23,708 41.6 

_ Py eee 2,136,714 1,980,763 I 155,951 7.9 

Car miles: 

Passenger-train....... 2,877,538 2,460,821 I. 416,717 16.9 
Freight..:.. .........20,051,834 18,264,163 I. 1,787,671 9.8 

hee a ELE 22,929,37:: 20,724,984 I. 2,204,388 10.6 
Passengers carried... 348,811 293,2 a; 55,582 19.0 
Passenger-miles .. ..20,148,500 18,529,140 I. 1,619,360 8.7 
Tons freight carried.. 753,573 683.544 I. 70,029 10.2 
Ton-miles ........... 137.334,335 123,867,774 1. 15,466,561 10.9 

Av. train load: 


Passengers, No...... 29 30. ~OD.z 1 3.3 
Freigh!, tons. .. .. 97 I 2 21 


mile run, agaiust 


é 95 
Locomotive service cost 15.80 cents = aga 
cents, or 0.3 per 


15.85 cents in 1881, a decrease of 0. 
cent. 

Of the ton-miles, 53.5 per cent. was of east-bound and 
46.5 per cent. of west-bound business. The average train 
was 4.2 passenger train cars, or 14.2 freight cars. 

The average receipts per train-mile and per unit of traftic 
were as follows, in cents: 


1882. 1881. Increase. P.c. 

BO CUI NIID o oio 55s ssecnionn acy as . L69.84 164.30 5.54 3.4 
pie a) ER Re Pe 102.29 94.89 7.40 7.8 

oO eee eee 15.58 15.25 0.33 2.2 
aa, EMG, tt "| I a 8.81 0.57 6.5 

Per passenger-mile.............. 8.68 3.59 0.09 2.7 
POP ORs othan sis mocdend ise. 1.93 1.89 0.04 3.1 


The Land Department reports that the total amount of 
land granted to the company was 1,669,061 acres. Total 
sales to Dec. 31, 1882, have been, after deducting canceled 
sales, 1,181,840 acres, leaving 486,221 acres unsold. The 
statement shows that the department holds $469,052.24 
cash: land contracts to the amount of $563,307.38, and 
unsold land and town-lots of an estimated value of $987,- 
011.90, making its totai assets $2,019,371.52. The total 
sales in 1882 were 225,369 acres for $367,071.85. Casb 
receipts on land sales and contracts for the year were 
$371,733.37. The expenses, including taxes paid, were 
$65,870.32. 

The earniugs for the year were as follows : 

1882 Ine. or Dec. 








P. e. 
Ss AG yh scexe, deus $2.648,383 $2,342,610 I. $305,773 13.1 
See 741 389 665,331 1. 76,058 11.2 
Si iat 182,469 152,582 I. 29.887 19.5 
Total........ .... ...$3,572,241 $3,160,523 I. $411,718 13.0 
PEN nS ccs Sens cewe 1,625,783 1617,965 I. 7,818 0.5 
Net earnings....... $1,946,458 I. $403,900 26.2 
Gross earn’gs, per mile. 5.279 1. 217 «4.3 
Net i sei gd 2,876 2, L 406 16.4 
Per cent of expenses. . 45.51 51.19 D. 6.68 


Included in expenses as stated above are expenses of New 
York office, $34,044 in 1882 and $35,908 in 1881; improve- 
ment account, $89,891 in 1882 and $152,887 in 1881; taxes, 
$81,126 in 1882 and $93,988 in 1881; a total for these ac- 
counts of $205,061 in 1882 and $282,783 in 1881, a decrease 
of $77,722, or 27.5 per cent. 

The income account shows the disposition of net earnings 
as follows: 


Net earnings, as shown above..................... -$1,946,458.40 

SN Css OUR caine 0css soncdocssckesapencossien 56,857.42 

WE, ovcncnu Paces endesnbecsestevspeeeiss tecaton $2 ,003,315.82 
Interest and sinking funds ... ........ $1,071,815.00 
36,384.27 


Interest from construction accounts... . 


Due rental accounts........ ....... 27,528.66 





reserved to the company to issue any further bonds under 
this norte at such rate of interest as may be herea 
determined, but in no event in excess of 6 per cent. * * ** 

‘In my last revort I stated the measures which had been 
taken and were'then pending, looking to the consolidations 
of the companies on 5 the various branch lines o ited 
by this company, and the subsequent consolidation with or 
acquisition by this company of the same. These have all 
been duly consummated, and at the last annual meeting of 
our stockholders all further necessary action on the part of 
this company, in these particulars, was duly taken. 

“The lines of road thus acquired are as follows: Ply- 
mouth, Mo.. to Fort Smith, Ark., 133 miles; Oswego to 
Wichita, Kan., 145 miles; Gelena to Girard, Kan:, 47 
miles, and the same, together with all the rights, fran- 
chises and eg ene pertaining thereto, are now owned a 
controlled by thiscompany. * * * * 

** At the last session of Congress an act was passed grant- 
ing to this company the right-of-way through the lands of 
the Choctaw Nation, in the Indian Territory, for an exten- 
sion of our line from Fort Smith, Ark., to Paris, Texas. In 
conformity with the provisions of the act this company has 
fied with the Secretary of the [uterior its acceptance of the 


| grant and also a map of the preliminary survey of the line. 


The prosecution of this work awaits the further action of 
the board of directors. 

“The joint ownership of this company, with the Atchi- 
son, Topeka & Santa Fe Co., in the road of the Atlantic & 
Pacific Co. is now well known, and the importance of this 
interest in the near future is very generally appreciated, 

‘*The Western Division of that road is now completed and 
in operation for a distance of 470 miles westward from 
Albuquerque, N. M., on the Rio Grande, and the road for 
the remainder of the distance to a proposed point of connec- 
tion with the line of the Southern Pacific, at the Needles, on 
the Colorado River, is nearing completion, and this connec- 
tion is expected to be made early in the coming spring. This 
new through line from San Francisco to St. Louis and Chi- 
cago, over the lines of this company, and of the Atchison 
Co., will then be ready for business. 

“Sixty-five miles additional of the Central Division,of 
the road of that company, from Vinita to Tulsa, on the Ar- 
kansas River (99 miles in all), in the Indian Territory, were 
recently completed and are now in operation from the west- 
ern terminus of our own main line, at Seneca, and it is pro- 
posed to continue the further extension of the same,” 


New York, Ontario & Western. 


This company owns a main Jine from Middletown, N. Y., 
to Uswego, 249.6 miles, with branches from Summit- 
ville to Ellenville, 8 miles; Walton to Delhi, 16.7 miles ; 
East Guilford to New Berlin, 23.3 miles: Norwich to 
Cortland, 48 miles ; a total of 344.6 miles. It is building 
(jointly with the New York, West Shore & Buffalo) an 
extension from Middletown to Weehawken, N. J. The re- 
port is for the year ending Sept. 30. 

The improvement consists of 73 locomotives ; 32 pas- 
senger, 8 second-class and 20 baggage, mail and express 
cars; 454 box, 13 milk, 62 stock, 622 flat and 634 coal 
cars ; 27 service cars. 

The balance sheet was as follows atthe close of the last 
two fiscal years: 











Wichita rental, old balance... . .. 40,000.00 
Balance of interest accrued, not yet due 9,026.17 
Dividend on first-preferred stock, 7 per 
Masco nusnackhessnse i> otueenes coeur 315,000.00 
— — 1.499,754.10 
Balance, surplus for the year.................. $503,561.72 
Balance from previous year... 2... ....6eee eee eens 870,534.06 
Total balance of income, Dec. 5), 1882........ $1,374,095. 78 | 


During the year the Arkansas Division was extended from | 
Brentwood, Ark., to Fort Smith, 4514 miles, the work in- 
cluding a tunnel 1,693 ft. long and‘three iron trestles. oue 
450 ft. long and 72 ft. high, one 420 ft. long and 106 ft. 
high, and one 780 feet long and 115 ft. high. The crossing 
of the Arkansas River at Van Buren is now made by steam | 
ferry ; but an iron bridge is to be built there. 

The report says : ‘‘ The Woite River Branch is now com- | 
pleted and in operation from Springfield to Ozark, a distance 
of 19 miles. The grading trom Ozark to Sparta, a distance 
of 9 miles, will be ready for the track early in the coming 
year. This line has been economically constructed. 

‘The grading on the extension from Pacific, Mo., to junc- 
tion with the Carondelet Branch of the Missouri Pacific 
Railway, 221/ miles, is nearly completed, and will be ready 
for the track by March 1, 1883; 814 miles of track have 
been laid from Pacific to the Meramec River, and is being 
thoroughly ballasted with gravel. The bridge across the 
Meramec Ronen is now being erected, and track-laying will 
be resumed as soon as this bridge is completed. All the 
bridges on this extension are of iron, and the track is laid 
with 67-lbs. steel rails, Pennsyivania Railroad pattern. 

“During the year, the Eureka Springs ilway Co. 
has nearly completed a railway from Seligman, on our 
Arkansas Division, near the state line of Arkansas, to the 
popular curative resort at Eureka Springs, Carrol] County, 
Ark., a total length of road of about 20 miles. pe 4 expect 
to have this road ready for business by Feb. 1, 1883.” 

During the year 48%4 miles of steel rails and 231,018 
ties were laid. There are now in the road owned 552)¢ 
miles of steel main track and 17234 miles of iron. Last 
year 2014 miles were ballasted with stone and 141/ miles 
of new sidings were built. There were 640 ft. of new iron 
bridges erected and a number of trestles and bridges re- 
newed, Three new turn-tables were put in place and sev- 
eral new water tanks put up. 

There were added to the equipment 17 engines, 12 puas- 
senger cars, 3 caboose, 97 ore and 345 box cars. 

‘Lhe report of President E. F. Winslow says: ‘In the last 
printed annual report the amount of the general mortgage 
bonds outstanding Dec. 31, 1881, was stated at $1,000,000, 
the same bearing interest at the rate of 5 per cent. per an- 
num. It was subsequently found to be necessary and expe- 
dietit to raise the rate of interest on the earlier issue of bonds 
under this mortgage from 5 to 6 per cent., as is authorized 
by the terms and provisions of the instrument and as duly 
sanctioned and directed by the stockholders. The directors 
accordingly took due action in the premises and the first 
$1,000,000 of the bonds issued, at 5 per cent., have been 
called in and canceled and in place thereof an issue of a like 
amount of general mortgage 6 per cent. bonds has been 
made. There has also, during the past year, been a further 
issue of $1,500,000 of such bonds, and the total amount of 
the same outstanding Dec. 31, 1882, is $2,500,000. The en- 
tire proceeds of the sale of these bonds have been used for 
the construction and equipment of new lines and extensions 
as prescribed by the mortgage, reference to which is herein- 
after more fully made. , 

““By the action of the directors the issue of general 
pont bonds, bearing interest at the rate of 6 per cent., 
was limited to not exceeding $5,000,000, and the right is 





Liabilities : 1882. 1881. 
Preferred stock........... .... $2,000,000.00 $2,000.000.60 
Commun stock................ 58,113,982.84 58,113,982.84 
Accounts and balances. ...... 904,911.95 330,438.09 
Profit and loss....... pice weak ote 535,545.66 260,853.07 

RIES ci innendane  cader¥e $61,554,440.45 $60,705,2 74.00 

Assets: 

Road and equipment.......... $52,210,122.78 $51,506, 155.19 
Other lines owned,............ 7,903,984.51 4,865,916.47 
Reils, fuel and supplies.... .. 731,068.46 525,698.03 
Accounts and balances........ 27,817.79 216,354.31 
Cash and demand loans..... ; 621,496.91 3,591,150.00 

INE oieiBidies seit $61,554,440.45  $60,705,274.00 


The company has no bonded debt of any kind. The in- 
crease in cost of other lines owned and the decrease in cash 
are due to expenditures made on the new line from Middle- 
town to Weehawken. 

The traffic for the year was as follows: 





Train-miles. 1881-82, IL880-81. Inc.orDee.  P.e, 
i 234,656 211,242 IL. 23,41 11.1 
DR cercschkesesnenee 225,935 304,598 D. t 25.8 
PEOIMS...5.0550s0csnse 284,591 144,553 L. 140,938 97.2 
Service and switching 164,587 127,935 I. 36,652 28.6 

Ee ee ae 910,669 788,328 1 122,341 15.5 
Passengers carried. .. 391,458 326,670 L. 64,7388 19-2 
Passenger-miles. .... 8,392,845 7,251,209 I. 1,141,636 15.7 
Tons freight carried 469,526 348,513 I. 121,013 34.7 
Ton-miles............ 30,687,380 19,511,452 L. 11,175,928 57.3 


The traffic is entirely local. [t shows a large increase over 
the previous year, but is still extremely light. 
Tx.e earnings for the year were as follows : 








81-82. 1880-81. Inc. or Dec. P.c. 
NN ins secs ccucipe $605,478 $469,156 I. $136,322 29.1 
Passengers ...........- 211,790 180,152 1. 31,6388 17.6 
ee et 1c 5s amie T720ki... cone 2 
Other SOUICES......... 201°704 | 275.739 D. 56,440 20.4 
as ci chaad $1,036,565 $925,015 J. $111,520 121 
TEEXPOMSOS.... 2... 000000 848.274 707,501 1. 140,773 19.9 
Net earnings......... $188,291 $217544 D. $29,253 13.4 
Gross carn. per mile. .. 3,008 2,684 I. 3,241 12.4 
Net earn. per mile... . 546 631 D. _85 13.4 
Per cent. ofexps .... 81.85 76,048 I. 5.35 


The only payment from net earnings was $230.11 for in- 
terest, leaving a balance of $188,061.16. Since the close of 
the year, 12 per cent. on preferred stock has been paid, for 
the two years ending with September last. ' 

The President’s report says: ‘The earnings from freight 
and passengers show an increase of 25 per cent. over the pre- 
vious year. The improvement of the road and oguipunses, 
in anticipation of increased traffic to result from tbe exten- 
sion of the operations of the company from Middletown to 
New York, has been, during the whole of the past year, 
steadily and vigorously prosecuted. ort . 

‘‘ The expectation that the railway building between Mid- 
dletown and Weehawken would be in operation before the 
close of the fiscal year bas not been fully realized. Unex- 
pected difficulties in construction along the river, involvin 
many changes, and unavoidable delays in the West Poin 
and Weehawken tunnels, have prevented earlier completion. 
These obstacles have all been satisfactorily met and over- 
come, and at this date the rails are nearly all laid. The 
track will be completed about March 1. 

‘The construction of the new line is of the best and most 
substantial character, and when opened for business can be 
operated at the lowest possible cost. Terminal facilities at 

eehawken equal to those of any of the trunk lines termi- 
nating at New York harbor are being provided and will be 
ready for use when the connection is made and the road 
opened for traffic. ; c 

‘Although more time bas been required to carry into full 
effect the plans = ay ie | the ap me S od affairs of 
the company and for increasing the value 0 property 
“ ted, itis believed that the stock- 


than was originally ex 
io / nefits anticipated at an early date.” 


holders will secure the 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. ° 











Addr Busi letters should be addressed and drafts 
made payable to THE RAILROAD GazETTE. Communica- 
tions for the attention of the Editors should be addressed 
EprToR RaILRoaD GAZETTE. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting 
progress and completion of contracts for new works or 
tmportant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subject 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
ype annual reports, some notice of ali of which will 

published 


Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNs We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, a. financial schemes, ete., to our 
readers can do so fully in our advertising columns, out it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 


THE UNION OF THE BOSTON & MAINE AND 
THE EASTERN RAILROADS. 

The directors of these two companies have agreed 
upon a union which will, if effected (there may be 
legal obstacles) be one of the most important events in 
the New England railroad world for some years. 
These two railroads are the Boston lines to the north- 
east. Each has a line to Portland, and the Eastern 
controls the stock of the Maine Central, which com- 
mands most of the traffic of Maine and gives the con- 
nection with the British maritime provinces. To- 
gether they command that part of the country east 
of a line due north from Boston, including many 
thriving manufacturing towns, and an immense sea- 
coast. where there is a vast tourist and other travel. 
and a'so a line to the White Mountains. ‘They are not 
large railroads, as railroads go nov:-a-days, but are 
important Massachusetts roads. The Eastern works 
283} and the Boston & Maine 2024 miles of road. <A 
brief summary of the properties is : 








B.&M 
Miles OWRE.....0..2s0s cess ceoecoese 126% 
Miles leased.......... Ritese Gees hay 80 
| eee Re ere ree 86 
Vas -enger train cars........... 182 
Freizht cars.... ... as 1,949 
becurities owned -....... cece eee “ $991,134 
CARR PIB 6 5c cksescs. Ssveercese « $4,997.60 $7, 00,000 
Ss iva, coenndcces sasce'es tee: nease 14,303.305 3,509.000 
Stock and debt per mile owned..... 162,918 83,004 


There is not a great difference in the mileage owned, 
nor in the equipment, but the Eastern has a capital 
account $8,890,000 greater than the Boston & 
Maine’s. And though the Eastern is the more valu- 
able property, its heavy charges for interest and rentals, 
though the interest has not been fully paid, have left 
nothing for its stockholders since 1871, while the 
Boston & Maine has not failed to pay a dividend for 
more than 30 years. 

The Eastern Railroad outside of New England is 
remembered chiefly for two things: first, the terrible 
Revere accident in 1871; second, the apparently inex- 
tricable financial difficulties in which it became in- 
volved after that accident, when a policy of improve- 
ment and a policy of expansion together resulted in 
increasing its stock and debts from $8,389,327 in 1871 
to $18,188,534 in 1875, and its fixed charges from about 
$300,000 to $1,200,000, but in increasing its net earn- 
ings only from $635,308 to $757,419. 

For the year ending Sept. 30, 1865, the Eastern paid 
a 6 per cent. dividend;.then for seven successive 
years it paid 8 per cent. yearly. In 1872, after the 
Revere accident, which cost for injuries to persons as 

















much as an 8 per cent. dividend, it paid nothing; in 
1875 it failed to pay the interest on its bonds, and the 
stock which had sold for 123 in 1872 fell below 11, 
and really it did not seem probable that it ever could 
be worth anything. 

The difficulties of the company were settled then by 
an arrangement to fund the 6 per cent. bonds into 
certificates of indebtedness, bearing 3} per cent. inter- 
est for three years, 44 for three years more, and 6 per 
cent. thereafter. Any balance of net earnings over 
the reduced fixed charges was to be applied to the re- 
duction of the debt. which was then about $15,000,000, 
until it was $10,000,000, and until then the bondhold- 
ers were to have a majority of the directors. 

This arrangement has worked well, The property 
has been developed, its profits increased, and its future 
made so promising that the certificates of indebtedness, 
which were below 50 in 1876, bring 112 now, and the 
stock that was then below 11 is now over 46. 

The Boston & Maine has never been distinguished 
by any great disaster, fmancial or other. It hada 
moderate but constant growth of traffic down to 1878, 
and paid Jarge dividends. In the twelve years to 1875 
it paid six 10 per cent. and six 8 per cent. dividends ; 
in 1876 only 3 per cent.; in 1877, 5 per cent.; in the 
next two years, 6 per cent.; in 1880, 74; and for the 
last two years, 8 per cent. Having so small fixed 
charges ($322,000 last year), it does not require very 
large net earnings to pay large dividends. 

The plan for the union of the two roads provides 
for a lease to the Boston & Maine on terms which are 
substantially as follows : 

From the total net earnings of the united properties 
there will be paid first the fixed charges of both com- 
panies. The effect of this is to increase immensely 
the security of the Eastern certificates of indebtedness. 
These have but just begun to receive 6 per cent. in- 
terest, and the margin of net earnings over fixed 
charges last year was but $217,341—for every dollar of 
debt to be paid there was $1.14 to pay it with. This 
year, however, when the full six per cent. must be paid 
on the bonds, the interest charge will be about $184,000 
greater. The proposed arrangement will increase 
what we may call the margin of safety of these 
bonds by the whole amount of the Boston & Maine’s 
surplus of net earnings over its fixed charges, which 
was $657,000. They are, in fact, made an exception. 
ally choice security. 

After paying the fixed charges of both companies, 
$630,000 will go to the Boston & Maine, equal to 9 per 
cent. on itsstock. This is 1 per cent. more than it has 
paid for the last two years; but as we have said, it has 
made considerable improvements which it charged to 
construction. The contract between the two compa- 
nies provides against this, and prescribes what shall 
be considered working expenses. An investigation 
made in the interest of the Eastern Company resulted 
inestimating that $100,000 a year. has been so expended, 
and if so then the Boston & Maine has earned more 
uhan 9 per cent. in the years it has paid 8. 

Any surplus of net earnings above fixed charges 
and the 9 per cent. dividend on the Boston & Maine 
stock up to $140,000 is to be divided equally between 
the two companies. When it reaches $140,000 the 
Boston & Maine stock will receive 10 per cent. and the 
$70,000 going to the Eastern will pay $1.40 per share 
on that stock. But after this, that is after the surplus 
of net earnings over fixed charges reaches $770,000, the 
whole addition is to go to the Eastern until it receives 
$435,000, or enough for a 6 per cent. dividend and a 
sinking fund of $100,000, The amount payable for 
interest is to be paid after the bonds are retired as well 
as before, and provision is made for the issue 6 of per 
cent. preferred stock for the Eastern certificates of 
indebtedness, the dividends on which will have the 
same priority as the interest on the bonds for which 
they are to be substituted. This will make this stock 
equivalent to a perpetual 6 per cent, bond with amar- 
gin of security consisting of nearly the entire net 
earnings of the two roads. These certificates mature 
in 1896. 

‘In behalf of the Boston & Maine it may be said that 
this arrangement requ res it substantially to guarantee 
the interest of the large debt of the Eastern 
Company, to do which, if the net earnings of 
the two companies should ever be as small as they 
have been in some past years, would deprive the 
Boston & Maine of any dividend, and that the 
1 per cent. addition to the dividend provided for 
prior to any on the Eastern stock is nothing more 
than the company has earned alone for two years 
heretofore, though it has not divided all of it. But on 
the part of the Eastern it may be rejoined that it has 
the most rapidly growing traffic and controls by far 
the most important connections; that its large in- 
vestment in Boston land and in Maine Central stock is 


| likely to increase greatly in value, and that its very 
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strength may result in checking future progress of 
the Boston & Maine if the two companies remain in_ 
dependent. 

The relative growth of traffic and profits on the 
two systems is shown in the following table : 





———-——Eastern. —— ——Boston & Maine.—— 
. ——-Millions of- Net —-—Millions of —— Net 
ear, Pass.-mils. Ton-mls. earnr. Pas;.-mis. Ton-mls. 





1874-75.... 75.2 35.7 $757,419 65.1 25.4 

1875-76.... 69.5 34.2 683.594 67.9 30,4 

1876-77.... 68.5 39.1 799,317 61.8 36.0 . 
1877-78.... 61.7 39.1 871.510 64.3 28.9 825,091 
[878-79.... 65.4 45.0 994.785 65.0 32.3 884.066 
1879-80.... 77.1 61.7 1,084 928 68.6 40.0 1,021,634 
1880-81.... 83.4 63.1 1.124.601 73.0 41.9 1,024,859 
1881-82.... 93.9 68.5 1,110,110 $1.6 44.9 989,449 


In every year but one the Eastern has had the largest 
passenger traffic, in every year much the largest 
freight traffic. The passenger traffic of the Eastern 
declined considerably from 1875 to 1879; that of the 
Boston & Maine changed very little. In the latter 
year they were almost equal. But the growth since 
has been much more rapid on the Eastern, which 
shows an increase of 48} per cent. in 1882 over 1879, 
while the Boston & Maiie’s increase was but 254 per 
cent. And in freight tratiic the gain of the Eastern 
since 1879 has been 52 per cent., of the Boston & Maine 
39 per cent. 

But though the Eastern has had the greatest 
growth in traffic, it has not been so with net earnings 
since 1879; its increase has been about 114 per cent.; 
the Boston & “Maine’s, 113 per cent.—nearly the 
same, and this? notwithstanding the fact that 
the Boston & Maine has charged as expenses a 
considerable amount expended for improvements and 
additions to its property and properly chargeable to 
construction. 

As the Eastern has the larger traffic with little more 
net earnings, it is evident that it has lower average 
rates or higher average expenses. And we find in fact 
that last year the rates, cost and profit per ton and 
per passenger per mi'e were, in cents : 

—Per passenger-mile — -——Per ton-mile.— 
Receipt. Cost. | rofit. Leceipt. Cost. Profit. 
Eastern............. 18st 1.344 0.5.7 2.035 1.452 0.583 
Bustun & Maive.....1.950 1.4500 0.650 2.400 Loi 0.854 

The Eastern’s expenses were 71.44 per cent. of its 
earnings, the Boston & Maine’s, though including con- 
siderable expenditures for construction, were but 65.29 
percent. The difference is due chiefly to the differ- 
ence in ratcs, and this is due chiefly to the fact that 
the Eastern carries much more through traffic and 
more of that carried in competition with coasting 
vessels, 

And this leeds us to examine wherein the larger in- 
crease of the Eastern consists. We have seen that from 
1879 to 1882 its gain in passenger traffic was 28.5 mil- 
lions of miles, against the Boston & Maine's 16.6 
millions, and its gain in freight traffic 23.5 millions, 
against the Boston & Maine’s 12.6 millions. Butif we 
will examine the course of the average rates, we shall 
find that there was an increase of 1 per cent. in the 
passenger rate on the Boston & Maine, but a decrease 
of 8} per cent. onthe Eastern; a decrease of 4 per 
cent. in the average freight rate on the Boston & 
Maine, and a decrease of 7 per cent. on the Eastern. 

We conclude from. this that the gain of the Eastern 
has been to a greater extent in the low-priced and less 
profitable through and competitive traffic than in 
the more profitable traffic—which is natural—and 
that this has not been the case on the Beston & Maine, 
which is much more a local road. If, then, it is 
argued that the Eastern hasthe more rapidly grow- 
ing traftic, it may be arswered that the part of its 
traftic which grew so fast is that which is worth least, 
and on which the tendency of rates is most decidedly 
downward, In profits, we have seen, the Beston & 
Maine has kept pace with the Eastern throughout this 
period of more rapid growth of traffic on the East- 
ern, 

But the Eastern’s yreater command of traffic is 
worth something. The future of the Boston & Maine 
will be more secure if it controls the Maine Central, 
than if the control shall be in a corporation that may 
become entirely hostile to it. Andthere can be no 
doubt that the two roads can be worked together to 
greater advantage than separately. There can be a 
considerable reduction of train service with an actual 
increase in accommodations to the public. Théreis a 
considerable number of common stations. The 
great terminal grounds:of the Eastern in Boston 
which it cannot fully utilize will give needed accom- 
modations to the Boston & Maine traffic. The two 
roads together can certainly render greater services to 
the public and make larger profits for their owners if 
they are worked by a single administration, and the 
dangers of the construction of parallel lines to serve 
one as against the other, and of other wasteful com- 
petition, will be so nearly destroyed as to make the 
future of the two companies much more secure, 
greatly to the improvement of their credit. If the 
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growth of traffic which these roads have enjoyed for a 
few years past continues a little longer, it can be but 
a short time before the Eastern stock wi'l be receiving 
regular 6 per cent dividends and but little longer be- 
fore the Boston & Maine will get 10 per cent., part 
of the increase in profits coming from increased earn- 
ings, but more probably from reduced expenses. 





The Card Catalogue as an Index for Notes, Memoranda, 
etc. 





The preface to the first edition of that excelent little book, 
Molesworth’s Pocket-book of Engineeriog Formulae, opens 
with the following sentence: ‘* Few are gifted with a memory 
so retentive as not to require the aid of written formulae 
in working out the numerous calculations constantly neces- 
sary in the profession of an engiueer.” 

A similar remark might be made of men engaged in almost 
any other occupation, excepting tbat the data required by 
most persons engaged is the conduct of business, in scientific 
or other investigations can rarely be condensed into mathe- 
matical formuiae. Tne universality of memorandum books, 
though, indivates a general need of some form of surple- 
mental memory. Whi.e these answer very well for merely 
temporary purposes, the difficulty of finding what is needed 
whea the number of books or memoranda becomes multi- 
plied, and the recollection of what they contain is faded, is 
so great as to make their contents almost usele s. 

It is also often desirable to preserve articles fouad in the 
newspapers and other fugitive forms of literature. The 
inevitable scrap-book, which most persons at some time ot 
life began, and few contiuue, is resorted to for the preserva- 
tion of such material. But even if this planis not abandoned; 
the scraps accumulate so rapidly that in a short time, if 
they are not indexed, they become vezt to useless, for the 
same reason that memoranda do when their number in- 
creases, As a matter of fact, the time and labor required 
to put newspaper cuttings iu a scrap-book, and of then 
ind xiog them, is so great that only a very few can spare the 
one or have the patience and industry for the other. The 
consequence is that stranded serap-books are among the 
most common articles of garrets and closets, and most people 
couclude quite early in iife that the time required to keep 
them can ve more proficably occupied in other ways. 

Besides the preservation of such clippings, it happens 
often, in reading books, periodicals and publications and 
documents cf various kinds which cannot be mutilated, or 
in interccurse wilh persons or by observation, that we find 
information which is quite certain to be needed in future. 
Unless some note is made of the place where it may be 
fouod, it may have passed quite beyond the reach of memory 
or of search when it is required. Therefore notes of refer- 
ence, indicating where to lovk for the records of such know- 
ledge, will have great value; but, like other material of this 
kind, uniess it is classified or indexed in some way it is use- 
less when wanted. 

Few yerbaps realize how much valuable information may 
bs accumulated if once the habit is formed of making notes 
of whatever is likely to prove of value. The store of data 
grows like the accumulation of “ papers” in e busy man’s 
pocket or ou bis desk. If all such knowledge is promptly 
classified it beccmes like a well-organized and drilled army. 
Each item falls into its place, and any part or the whole can 
be called for cr moved at wiil. Without such organization 
our notes and data are like a mob, incapable of obeying our 
orders or wishes. Of course the kind of material which a 
person will think it desirable to preserve, or the subjects and 
occasions on which he will make notes will depend on bis 
age, tastes, interests, duties, occupation and experience. 
‘The erasures in memorandum books show, however, to use 
simile of the army again, that a good many of our facts be- 
come disabled, and require to be discharged. New recruits 
must be constantly added, and the organization nust be of 
such a character that one or more individuals may be taken 
from or added to the ranks without in any way impairing 
its efficiency. [f notes and memoranda and scraps are re- 
corded in books, the result is that they soon include an im- 
mense amount of rubvish which for various reasous becomes 
obsolete or useless to the coliection, and which it is therefore 
desirable to destroy, but which cannot readily be detached 
from the book, and if it could be would leave a blank. 

Notwithstanding these difficulties, nearly all persons find 
it essoutial to keep notes, memoranda and scraps, the use- 
fulness of which is, though, very far from being as great as 
it might be if some thorough system were employed for 
organizing, classifying and indexing data of the kind. 

Few have so much occasion to make and to use notes, refer- 
euces, etc., as railioad officers and engineers. ‘Their note- 
books may, and often do, become a kind of inanimate second 
self, a material memory, a rescuer in doubt, a storehouse of 
knowledge, and to some extent an epitome of what they 
have learned, much of which may be forgotten. In bis me- 
morial address on Mr. Hclley, Mr. Raymond described the 
systematic method which Mr. Holley employed early in life 
and continued to the end, of making notes of all useful mat- 
ters coming under his observation. All these notes and his 
papers were completely indexed, and this practice was an 
effective means leading to his remarkable succ-ss, wonder- 
ful versatility and profound knowledge of the various 
branches of engineering which he studied and investigated. 
The usefuluess of this practice can hardly be impressed too 
strongly, especially on young men. 

These, then, are the reasons for devoting an article to the 
description of a system by no means new, but the knowledge 
of which is not generally disseminated among engineers and 





railroad men for preserving and recording useful informa- 
tion. 

This system is that usually called the ‘card catalogue ” 
systew, from the fact that it was first employed in making 
and maintaining catalogues of libraries. The old method of 
making catalogues for libraries was to record, alphabeti- 
cally, in a book, the titles of the volumes and the authors’ 
names. It is obviously impossible, even with the minutest 
subdivision, to keep a catalogue of a growing library alpha- 
betically consecutive. Therefore, the plan was adopted of 
putting the title of each book on a separate card, and ar- 
ranging those alphabetically in suitable compartments in 
drawers, so as to be easily accessible. As soon as a new 
book is received in the library its title is put on a card and 
the card is placed in its proper alphabetical position, and 
thus the catalogue is always perfectly complete and consecu- 
tive. This same systen) is now used in the establishment of 
Messrs. William Sellers & Co,, in Philadelphia, for keeping 
a list of drawings in their office. Its convenience for such 
purposes is very great, and its adaptability to the preserva- 
tion and classification of memoranda was very soon recog- 
nized, and those who have used it are very loud in their 
commendation of its advantages. Before these are explained, 
the arrangement which is used in a special case will be 
described, 

Carés are used 314 x 514 in. in size, made of white Bristol 
board, although a cheaper quality of material would answer. 
If the cards are to be used by only one or a few careful per- 
sons, what is known in the trade as Weston’s linen record 
peper, which weighs 60 tbs per ream for a size of sheets 21 x 
32 in., is heavy enough and costs much less than Bristul 
board, (larenthetically it may be added that this is a very 
excellent drawing paper, and is used exclusively in the 
drawing room of the Railroad Gazette.) The cards may be 
ruled or not, to suit the fancy of those who use them. Those 
referred to above are ruled on one side with lines \4 in. 
apart. 

Besides these there are 26 red cards, 3%¢x5}¢ in. each, 
with one of the letters af ihe alphabet on its upper edge. 
As these cards are made *% in. wider than the others, their 
upper edges project above the white ones, and the latter 
can thus be readily seen. 

The method employed of recording memoranda, and of 
classifying them, may be best illustrated by an actual ex- 
ample. A short time ago, the General Manager of the New 
York elevated railroads gave the writer the weights of the 
cars used on these roads. As these figures are likely to be 
aveded in the future, they were recorded in a card. Now, in 
order that the memorandum may be found, it must have 
an index title which a person seeking the information re_ 
corded weuld naturally look for. In this case the title 
would evidently be *‘ Cars.” But there are already cards 
with the titles ‘* Car-axles;” ‘* Cars, coupling ;” ‘* Cars, num- 
ber of ;” ‘* Cars, Passenger ;’ ‘‘Cars, Price of ;” ‘ Car- 
seats ;” *‘Car-shops,” and ‘‘Car-trucks ;” therefore there 
must be a sub-title, which appropriately would be * Cars, 
weight of.” Tbe memorandum on the card then reads: 

** Cars, weight of—The cars built by Gilbert, Bush & Co. 
for the Third Avenue Llevated Railroad of New York 
weigh 23,570 lbs, 

* The cars built by the Pullman Company for the Sixth 
Avenue line weigh 24,130 ibs,” 

This card is then dropped into its appropriate place, be- 
tween the red cards marked B and C, and is thus indexed. 
The number of memoranda, may, however, soon become so 
great that divisions by single letters of the alphabet alone 
will not be sufficient for convenience in finding what is 
sought. To provide for this, blue cards of the same size as 
the red ones are provided, which have three index letters in 
tnem the same as the h eadings of a dictionary, so that the 
cards under each letter of the alphabet’ may be again sub- 
divided as often as required for convenience. 

One of the difficulties, in fact the chief one, in the system 
is that of knowing at times under what title things should 
be indexed. Thus should the weight of car wheels be in- 
dexed under “‘ weight,” “‘ car,” or ‘‘ wheels?’ Should ‘* Tech- 
nical education ” com? under T or E? Poole, the author of 
‘Index to Periodical Literature,” laid down the obvious prin- 
ciple, which, however, is not always easy to apply, that the 
title should be selected ‘‘under which the reader would be 
most likely to look for the subject.” When there is no such 
obvious title the thing do do is to select that one which ap- 
pears to be most obvious, and then make cross references. 
Thus ‘‘ weight of car wheel” might be indexed under 
** Wheels ” and then under **Car Wheels,” say “‘ see wheels,” 
and under weight say ‘‘see wheels; weight of.” A little 
practice, however, soon gives facility in dealing with or- 
dinary cases of this kind. 

Tbe curds are kept in the drawers of an ordinary library 
table. Each of these drawers is 19x18 in., and has three 
compartments 5% in. wide, 4 in. deep, and 19 in. long, in 
side measurement. At the end of each compartment there 
is a block of wood, whose length is equal to the width of the 
compartment. The cross-section of the blocks is a right- 
angle triangle, the base of which is 214 in. and the perpen- 
dicular 34% in. The perpendicular side is placed against the 
ends of the drawers, and the hypothenuse side thus affords 
an inclined surface for the catds to lie on for convenience of 
examination, : 

Clippings from newspapers, if not larger than one of the 
cards, are simply pasted on one, and an index title is written 
on the upper right-hand corner. For clippings larger than 
the cards. envelopes of the ordinary kind are provided, of 
the same size as the cards. The clipping is folded and put 
in the envelope, and the index title written in the same posi- 
tion on the outside of the envelope as it is on the card. 

In most cases it will perhaps be found more convenient to 
select a certain size of envelope from those made regularly 





for the trade and then have the cards cut to correspond 
with the size of the envelopes. An ordinary envelope 3% x 

6 in, would answer very well. Envelopes which are not 
gummed are a little more convenient to handle. 

It will happen that on some subjects so much material wil 
be collected that an ordinary enveiope will not hold it all. 
To provide for such cases, what are called box or document 
envelopes are used. These are made of heavy Mauilla paper 
4 in. wide by 914 in. long and \ in. thick. The index titie of 
these is written on the ends, and they are kept in pigeon-holes 
about 444 in. square by 914 in. deep. When there is so 
much material relating to a given subject that an en- 
velope of this kind will not contain it, a whole pigeoa- 
hole is devoted to the one subject. The pigeon-holes are 
of course separate from the table. These may be arranged 
in any way that is convenient. In the special instance de- 
scribed an ordinary cheap wardrobe, such as can be bought 
for a few dollars in any furniture store, was taken and 
divided up into pigeon-holes 444, 644, 9¢ and 20%¢ in. 
wide. The small ones take the large enve'opes, those 614 in. 
wide will take ordinary pamphlets, and those 91g and 20}¢ 
in. wide will take larger documents. The wardrobe is 13 in. 
deep, but the pigeon-holes are made only 10 in, deep. The 
pigeon-holes shuuld all be numbered, and the index title of 
the subjects contained in them should be entered on a card, 
with a reference to the number of the pigeon-hole. The 
number of the pigeon-hole should also be written on the 
envelope, pamphlet or other document contained in it, so 
that it may be returned to its proper place. 

For the storage of pamphlets, paper boxes 12 in. long by 
8in. wide and 344 in. deep are also used. These are kept on 
ordinary shelves, and should be numbered and th3 pampblets 
indexed in the card list. Of course, a library catalogue 
could also be included among the cards if desirable, and sub- 
alphabetical lists can be added wherever desirable. Thus 
addresses of various people are kept under the title of ‘* Ad- 
dresses,” but the names are arranged alphabeticaliy in the 
single space devoted to them. 

In fact, this system is suited to the needs of any occupa- 
tion or profession, and to any business or office, and may be 
universally applied, and is equally well suited for keeping a 
housewife’s domestic receipts, a railroad engineer’s notes and 
data, or a prime minister’s memoranda on diplomatic af- 
fairs. It has the advantage of being suited to the smallest 
as well as the greatest affairs. A boy or a student may 
begin it with a cigar-box and a few pieces of stiff paper cut 
to the size of a postal card, or the affairs of a great railroad, 
or the accumulated affairs of a life-time may be recorded in 
this way. 

It seems, in fact, as though the time has come when it wil 
be necessary to adopt some great and comprehensive system 
of indexing knowledge to make it available. The bulk of 
it is now sogreat and increasing with such fearful rapid- 
ity that it is beyond the power of a single mind or individ- 
ual to make use even of that relating toa narrow specialty. 
Perhaps few realize how much knowledge passes into obliv- 
ion. Reference is not made to what was known in ancient 
times, but if any person will make a thorough search, say in 
agreat library, for information concerning almost any 
subject he will constantly be surprised by discoveries, in 
literature not older than many living people, as unexpected 
as the finding of buried treasures. 

It is easy to grow enthusiastic over this system. Its con- 
venience is so great, the amount of work required is so little, 
that a person with even a moderate amount of time and in- 
dustry will be able to do a great deal with it. A few cards 
can be carried in a pocket-book, and notes made at any time 
or place. To record such memoranda all that is needed is 
to drop the card inte its proper place. itis then indexed, 
and will be preserved so that it can be found at any time. 

If this system came into general use, what a heritage 
many persons would leave to those who succeed them, In- 
stead of what may be called au incoherent mass of material , 
the memoranda they leave bebind would be classified and 
indorsed so that it could be used as well by their successors. 

Another scheme suggests itself. What is there to prevent 
two persons from agreeing to duplicate and exchange their 
notes on cards ? The amount of data thus accumulated by 
each, supposing that they were equally industrious, would 
thus be doubled. If two persous could do this, why nos 
twenty, two hundred, cr two thousand, which brings us face 
to face with an organization of persons interested in the same 
subjects and who would agree to forward all u-eful notes, 
memoranda, etc., to a central repository, there to be careful- 
ly edited, then printed on vards, and distributed among the 
members. Conceive of the usefulness of such an organiza 
tion, if it employed a competent person to summarize the 
useful information contained in the current technical litera- 
ture of the day into somewhat the form in which it i 
given in pocket-books, then huve it printed on suitable 
cards, and distributed among members ready to be classi- 
fied and indexed with other useful information of a like 
kind. 

This system of keeping notes, memoranda, etc., has been 
described here at ler gtb, on account of its great usefulness 
to railroad men, especially those engaged in the mechanical 
and other engineering departments. 





Pennsylvania Railroad Earnings and Expenses. 





Pennsylvania Railroad earnings in February on ail lines 
east of Pittsburgh and Erie were this year $405,465 (12\¢ 
per cent.) more than last year, the working expenses were 
$148,392 (63g per cent.) more and the net earnings $257,- 
073 (2334 per cent.) more. The increase in gross earnings 
is the smallest since July, but the increase in net earnings 
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was greater than in any month of last year, except August, 
September and October. 

For eleven successive years the earnings and expenses 
have been: 


Gross Net 

earnings. Payrye earnings. 

. $2,685 295 2,145,165 $540,130 
2,517,980 1,716,881 801,099 
2,166,815 1,452,163 714,652 
2,345,792 1,881,104 464,688 
2,165,099 1,461,646 704,054 
2,169,909 1 418, 009 744,960 
TES ire 2,538,039 1,365,053 1,172,987 
2,944,575 1,712'394 1.232.182 
3,095,594 1,937,510 1,158,084 
3,306,739 2,227,129 1,079,601 
3,712,195 2,375,521 1,336,674 





Thus, the increase of 1244 per cent. in gross earnings this 
year is an increase over the largest ever made in February. 
Compared with 1881 the increase is 20 per cent., compared 
with 1879, 46 per cent.; and compared with 1878, it is 71 
per cent. Scarcely any Western road in new and undevel- 
oped country can show such a rate of growth as this, which 
bas been made with but a trifling increase in mileage. 

The working expenses are also larger than ever before - 
22 per cent. more than in 1881, 39 per cent. more than in 
1880, and 74 ner cent. more than in 1879. The net earnings 
last year, in February, were the smallest for four years; 
and this year, though they are 22% per cent. more than 
last year, they are but 151¢ per cent. more than in 1881, 81¢ 
per cent. more thanin 1880, aud 14 per cent, more than in 
1879. 

Earnings in February are usually light. This year they 
are smaller than in any previous month since February of 
last year. The expenses are also the smallest since May of 
last year. The shortness of the month has much to do with 
this, however. 

The net earnings of the lines west of Pittsburgh and Erie 
during February were $164,776 less than the liabilities for 
interest, rentals, etc., while in January they netted a profit 
of $174,981. Last year, in February, the loss on these lines 
(as now reported) was $14,701. It was then reported to be 
$121,306. 

For the two months ending witb February, for 11 succes- 
sive years, the earnings and expenses of the lin es east of 
Pittsburgh and Erie have been : 





Year. Gross earnings. Expenses. Net earnings 
Wiss dann x berten cpactcane $5,439,579 $3,339,817 $1,099, 762 
DOU Vacttarks senameenes cd 5,375,145 3) 454,370 1 920,7 175 
ot pe ee eee eee ee 4,457,15 3,082,930 74 
1876 4,793,477 3,562,864 

1877 4,549,265 3,117,689 

1878 4,559,206 2.936.107 7 

1879... 5,081,463 2,888,945 

1880. . ,028,126 3.429.646 

1881. 6,284,309 3,919,864 

188°... 6,680,051 4,526,184 2,153,867 
1883.. . 7,641,552 4,833,820 2,807,732 


Thus gross and net ¢ ear, rnings and working expenses all have 
been larger this year than ever before. Compared with 
last year there is an increase of $961,5U1 (14.4 per cent.) in 
gross earnings, of $307,636 (6.8 per cent.) in expenses, and 
of $653,865 (301¢ per cent.) in net earnings. This increase 
in profits is equivalent to a little more than *{ per cent. on 
the company’s stock. 

There has never before been such an increase in this com 
pany’s earnings, except from 1879 to 1880, when it was 
nearly the same. In 1879 the earnings for the two months 
were the largest for five years. Yet theincrease since 1879 
has been 50 per cent. in gross earnings, 6714 per cent. in 
expenses, and 28 per cent. in net earnings. 

The increase in expenses, it is worth noticing, is smaller 
than before since 1879, though the increase in earnings is 
larger. The expenses were 673{ per cent. of the earnings 
last year and only 631¢ per cent. this year. So far as 
through trunk line traffic is concerned, this year has been 
much the more favorable, the heavy business last year hav- 
ing been carried at rates so low that the expenses must have 
been 100 per cent. or more on much of it; but the other 
traffic of the road isso much the more important that we 
may not ascribe allthe improvement to this. Last year 
the increased earnings of $395,242 over 1881 was made 
with an increase of $606,320 in expenses; this year, the in- 
crease of $961,501 over 1882 was made with an increase of 
but $307,636in expenses. Probably average rates were some- 
what better than last year, but probably also the condition 
of the property is now such that additions to traffic require 
but comparatively small increases in working expenses. 
Much depends upon the nature of the traffic which has 
grown—whether it is that which pays the highest or that 
which pays the lowest rates. 

The lines west of Pittsburgh and Erie for the ten months 
show a surplus over all liabilities of the trifling sum of $10,- 
205, against a deficit of $57,449 last year, asurplusof $546,- 
229 in 1881, a surplus of $422,014 in 1880, and a surplus of 
$125,897 in 1879. 

The Western trunk lines further north have done so well 
in January and Februery, and so very much better than 
last year, thata better result might have been expected. 
The Pennsylvania lines include, however, some of the roads 
which suffered most by the Ohio River floods, and asa sur. 
plus of $174,981 was reported in January, which was 
changed to a deficit of $164,776 in February, the month of 
the floods, the whole of falling off in the latter month may 
perhaps be attributed to this cause. If so we shall proba- 
bly see a notable gain in March. 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Atlantic & Pacific.—Track laid to a point sixty-four miles 
west of Yampai, Ar., an extension of 49 miles. 

Central Iowa, _The Peoria & Farmington Division is ex- 


tended from Monmouth, Iil., west by north to Keithsburg, 
26 miles, 








Indiana, Illinois d& Iowa.—Extended from Sugar Creek, 
Ind., east to Shelby, 6 miles. 

Jacksonville & St. Augustine.—Track laid from Jackson- 
ville, Fla., south by east 20 miles. Gauge, 38 ft. 

St. Louis, Iron Mountain & Southern.—The White River 
Branch is extended westward to Batesville, Ark., 14 miles. 

St. Louis & San Francisco.—The White River Branch is 
extended from Ozark, Mo., southward to Sparta, 12 miles. 

This is a total of 127 miles, making 521 miles thus far 
reported for 1883, against 1,180 miles reported at the corre- 
sponding time in 1882, 541 miles in 1881, 975 miles in 1880, 
298 miles in 1879, 226 miles in 1878 and 165 miles in 1877. 
The mileage reported thus far this yearis lessthan in any 
year since 1879. 


Erte EARNINGS AND EXPENSES are now reported for 
January and the first four months of. the company’s fiscal 
year. In January there was an increase of $205,872 (15.6 
per cent.) in gross earnings, an increase of $84,078 (7.4 per 
cent.) in working expenses, and an increase of $121,794 
(6625 per cent.) in net earnings. The enormous percentage 
of increase in net earnings might lead one to think that the 
profits were exceptionally large last January. This was not 
the case, however. They were then not half as large as in 
November last. The percentage of increase was so large 
because the net earnings were extraordinarily small in Jan- 
uary last year—smaller than in any other month that has 
been reported, though traffic was unusually large then. For 
each of the fcur months of the fiscal year the gross and net 
earnings this year and last have been: 

———Gross earning 
1882-83. TR81-82. 
October. ...$1,819,010 $1,814.86 
November.. 1,818,824 1,715,469 
December .. 1,691,404 1,571,208 
January .... 1,524,069 1,318,996 304.: i 
Jan uary is always a month of light earnings on this road, 
and thereis no particular significance in the decrease in 
gross and net earnings from the fall months, and as we shall 
see later the gross earnings this vear were larger than in 
any previous January. The expenses were exceptionally 
high then, however, exceeded only in December last, and in 
December, 1880. Last year, it will be seen, the net earnings 
in January were $199,000 less than in December, and $457._ 
000 less than in November; this year they were $137,000 
jess than in December and $433,000 less than in November. 
For six successive years the gross and net earnings and 
workin g expenses in January have been : 


—Ne t earnings. 
88 188 









Year. Gross earnings. Expenses. Net earnings - 
1878 enee -eeeeee 01,304,018 $959 Se By 
 . re p 1,147,173 96 

1880.... : 1,296. 381 { 6. 65 
Ee . 1,443,437 1,137 .e88 

1882 .. vin | 318,996 Z. 136214 

i883 1,524,869 } 220,293 


Thus, a as we » bave said, the grcss earnings were greater this 
year than ever before, though but 544 per cent. more than in 
1881. The expenses were a little larger than in the last two 
years. The net earnings were 662s per cent. more than last 
year, and 63 per cent. more than in 1879, but slightly less 
than in 1881, 13 per cent. less than in 1880, and 11!¢ per 
cent, less than in 1878. {t was thus about an average 
January, so far as profits are concerned. 

In this month the Pennsylvania Railroad had an increace 
of 37 per cent. in net earnings over 1882, butalsoan increase 
over any previous years, 68 per cent. over 1878, and 7% 
per cent. over 1880, when the Erie’s net earnings were 
larger than this year. 

For the fcur months of the fiscal year ending with Janu- 
ary the earnings and expenditures have been: 





Year Gross ear nings. EX venses. Net earnings. 
1877-78 $0.8 8. $2,018,391 
1878-79........ 3.57 1,630,436 
1879-80 separa 3,950, 65 t 1,973,503 
1880-81.... . 4,432,732 Lp git 
1881-82..... 6.420. 540 4,591,114 1,829.42 
1882-83. 6,854,106 4,707,256 2 146 850 


Compared with last year there is an increase of $433,566 
(634 per cent.) in gross earnings; of $116,141 (21¢ per cent.) 
in working expenses; and of $317,424 (171, per cent.) in net 
earnings. The gross earnings were exceeded only in 1880, 
and then but slightly. The working expenses were larger 
thau ever before, and the net earnings were exceeded only 
in 1880-81, but then by $287,890, or 13.4 per cent. 

The months following January, until July or August, were 
probably exceptionally bad last year. For the eight months 
to the end of the fiscal year (ebruary to September inclu- 
sive) the earnings and expenses were : 

1882 1881. Ine. or Dee. P. Cc. 
$13,555,284 $13,848,133 D. $292,899 

8,496, 97 9 8,825,498 D. 326,519 


Gross earn.... 


dl 
Expenses..... 7 


wee 


Net earn ++ 90,08 58,25: 25 $5,024,635 I, $33,620 0.6 

There was sihtahin ac menebheahiia increase in gross earn- 
ings in August and September and some perhaps in July, 
and if so the decrease in the other five or six months was so 
much larger than that for the eight months. A decrease in 
net earnings was prevented by a large decrease in expenses 
which will hardly be possible in a second year. We may 
therefore expect for the months from January to harvest 
this vear a large increase in gross earnings and a very con- 
siderable increase in expenses. The average expenses per 
month for the last eight months of the year were $1,062, 122 
Jast year and $1,102,937 in 1881. For the first four months 
of this year they bave been $1,176,814. 

The competition of the new Lackawanna road will doubt- 
less be felt much more hereafter than heretofore, at least as 
regards through traffic. It will tend to decrease the earn- 
ings, thongh how ntuch we can only conjecture. The Erie 
has never carried the Lackawanna coal, which will doubt- 
less form the larger part of the new road’s Buffalo traffic the 
first year. 


THE MICHIGAN CENTRAL, it is ar 5 ‘will not declare a 
dividend for the first quarter of the year, though it is doubt- 
ful if there has been a quarter in its recent history when it 











has earned a much Jarger profit, and the passing of the divi- 
dend when one was expected will doubtless be considered by 
many as pretty good evidence that none was earned, and 
will have an unfavorable effect on the price of the stock. 
But by the contract with the Canada Southern the latter 
company is entitled to its third of the surplus of net earn- 
ings over fixed charges on the first of January and July. 
Thus, however large the profits in the first quarter, it cannot 
be known how large a part of them will be at the disposal of 
the Michigan Central company until after the expiration of 
the second quarter. For instance, the surplus for the first 
quarter might be $600,000, and the Michigan Central’s share 
of this would be $400,000, which would pay 2 per cent. on 
the stock and leave a small margin. But then it would not 
be impossible that instead of a surplus in the second quarter 
there would be a deficit, bringing down the profits of the 
half-year to $450,000. Of this the Canada Southern would 
be entitled to $150,000, but if the Micbigan Central had 
paid a 2 per cent. dividend in the first quarter, there would 
not be money enough in the treasury to pay the Canada 
Southern its share. In fact, the only safe way is for the two 
companies to divide at the same time, and by the contract 
the Canada Southern receives money that it can divide only 
half-yearly. 

The original sin in this matter was in resolving at Christ- 
mas in 1880 that dividends would be made quarterly there- 
after. At that time the company had had profits to divide for 
little more than a year, and to “ resolve” to divide quar- 
terly thereafter was rather presumptuous, Probably it was 
quite generally regarded by stockholders as an expression 
on the part of the board that the company would always 
have something to divide quarterly thereafter, and proba- 
bly as much as 2 per cent., and this may have had some- 
thing to do with the rise of the stock to 130 shortly there- 
after. But this is exactly the reason why the resolution 
should not have been passed. Directors should bold forth 
no such expectations unless they have much better reason 
for faith in the future than well-informed men should have 
had for the Michigan Central in 1880. The very first quar- 
ter after the resolution was passed the dividend was re- 
duced to 114 per cent., and the second quarter to 1 per cent., 
after which no dividend was paid for five successive quar- 
ters. The company must now be doing extremely well 
again, and something remarkable must happen if it does not 
earn at least as much as 4 per cent. for its stockholders in 
the first half of this year. 

It is remarkable, by the way, that the market price of 
Michigan Central and Canada Southern stock should bear 
such a proportion tu each other, The relative amounts of 
profits to the stockholders of the two companies are abso- 
lutely fixed. For every dollar that the Canala Southern 
Company gets for its stockholders the Michigan Central 
gets two. The Canada Southern stock is 15 millions, the 
Michigan Central almost exactly one-quarter more. The 
amount available for dividends per share of stock there- 
fore will be as 1 on the Canada Southern to2 + 114 on the 
Michigan Central, or as 1 to 1.6. That is, the Michigan 
Central will have 60 per cent. more per share than the 
Canada Southern, be the profits large or small, for the 
next 20 years. When there is enough for 5 per cent. on the 
Canada Southern there will be enough for 8 on the Michi- 
gan Central ; if the profits permit dividing 36 per share 
on the Canada Southern, they will be enough for $9.60 
on the Michigan Central. We should thus expect the 
Michigan Central stock always to sell for 60 per cent. more 
than the Canada Southern. But actually, Michigan Central 
usually sells for but 40 per cent. more than Canada Southern. 

We do not mean to say that the dividends must always 
be in the proportion of 1.6 to 1, but the amounts per share 
available for dividend. Each company can do as it pleases 
with its share of the proftits—may divide it all, or pay out 
part or the whole of it for construction. But as any pay- 
ment of profits for construction will benefit the other com- 
pany, we may assume that the whole of the profits will 
be divided. 


Raitt EXPORTS TO THE UNITED STATES continue very 
light. From Great Britain in February the exports to this 
country were the smallest since July, 1879, after which they 
first began to revive. They were but 4,096 tons in Febru- 
ary, and for the last four months they have been but 21,569 
tons, while the average for a single month in the first half of 
1882 was 20,467 tons, in the year 1881, 24,178, and in 1880, 
18, 273 tons. As atthe same time three or four of the Bes- 
semer works in this country are closed, and still the price 
of rails does not advance, but on the contrary is lower 
rather (there are reports of sales recently at $38), the infer- 
ence is justified that the demand for rails is much lighter 
than last year. It perhaps may be thought superfluous to 
make such an inference ; but there have been intimations of 
late that about as much railroad would be built this year as 
last. Doubtiess there are projects enough on band to supply 
the rail mills of the world with all the orders they can fill, 
andif they would only take their pay in bonds of new com- 
panies whose road is yet to be built, they would have no 
trouble in getting them. The difficulty is in getting capital 
for the new enterprises. Investors of all kinds are very shy 
of them. 

We shall, nevertheless, doubtless build this year what in 
any other country would be an enormous amount of new 
railroad—how much will depend chiefly upon the disposition 
of investors, which in turn will depend somewhat on the 
returns made by the new roads built of late years. The 
track laid so far this year is 56 per cent. less than last year, 
4 per cent. less than in 1881, and 46 per cent. less than in 
1880. The winter has been more unfavorable for building 
than last year, but less unfavorable than in 1881. If we 
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have heavy crops and the movement of population to the | THE First Year OF THE PRESENT CHICAGO POOL expired 


new country in the Northwest is very great this spring, the | 
promoters of new schemes will be greatly encouraged and 
will try bard to raise the means needed to go to work in the 
fall, In most cases it is useless for them to try now, though 
there is certainly a better disposition now than there has 
been for some months en 





Pic-IRon PRODUCTION, which has grown 1 to enormous pro- 
portions of late years, is an important industry in com- 
paratively few states, but tends to grow faster in some 
others than in the states that are now the principal pro- 
ducers. The four states !ew York, New Jersey, Pennsyl- 
vania and Ohio produce Learly three-fourths of the whole; 
Pennsylvavia and Ohio, more than three-fifths of the whole, 
These two states may thus properly be held to be the princi- 
pal seat of the iron-smelting industry. The total produc- 
tion and the production of the four states named for three 
years has been, in tons of 2,000 Ibs.: 


ont 0. 1881. 1882. 
United kas Beoctipcaawsind 4,295 414 4,641,564 5,178,120 
: Ba , Pa. and O... 3,322 338 3,482,523 3.741117 
Pe c. in ke bites iaienke 777A 73.9 42.2 


Nearly all the increase has been in Pennsylvania, whose 
production was 366,135 tons (14.3 per cent.) more in 1&82 
than in 1880, while that of the other three states of the 
group was 52,244 tons, or 4.2 percent. more. In Obio, which 
js next to Pennsylvania in amount of production, there was a 
decrease fron: 1881 to 1882. The increase in the whole 
United States from L880 to 1882 was 882,706 tons, nearly 
one-half of which was in the four states above mentioned. 

The group next in importance is formed by the four states 
Michigan, Lilinois, Wisconsin and Missouri, Their produc- 
tion for the three years kas —— 


880. 1881. 1882. 
POMS. «2. eee eee ee ee eee eee 307.397 630,652 770,105 
p OCR ONIN isin, 00 4-c0ine 11.8 14.0 14.9 


These states appear to compete more with Obio than with 
Penvyslvania. Together they last year for the first time 


produced more than Ohio, ~ — production’has been : 
1881. 1882. 


TORE iicsss Cea ee era 207 698, me 
seta 15.7 


P. c. of total.. : 3 

Of the four w esters states named, Illinois is the chief pee 
ducer, followed by Michigan. Missouri shows little growth: 
Wisconsin none. Illinois last year produced 360,407 tons, 
or 7 per cent. of the total in the United States, and stood 
fourth in the list of producing states, surpassed onlv by New 
York, Ohio and Pennsylvania. Its increase since 1880 has 
been 209,851 tons, or 140 per cent. No other state hasshown 
such an increase. Yet a large proportion of the fuel and all 
the ore used is brought to Illinois from other states. 

In the South production is small, but considerable 
progress has been made. In all the states south of the 
Fotomac and the Ohio and east of the Mississippi the pro- 
duction has been : 


710,546 
15.3 


1880. 
TOM ctctsclteslchaecasedtnaa th 333, -e 
Per cent. of total.......... 


The furnaces are very anh. ‘alten bere, but last year 
about 161,000 tons were produced in Virginia and West 
Virginia, and 250,000 in Alabama and Tennessee ; there is 
very little growth in West Virginia ; an increase of 190 per 
cent. since 1880, but of only 5 per cent. since 1881 in Vir- 
ginia (which produces more than West Virginia). In 
Alabama and Tennessee there is marked growth since 1880, 
46 per cent, in Alabama and 94 per cent. in Tennessee. 
Tennessee produces more than any other Southern state, but 
its total production last year was but 2.7 per cent. of the 
total United States production. Colorado began to produce 
first in 1881. Last year its production was 23,718 tons; it 
is more than that of all other states west of the Mississippi 
together, Missouri excepted. 


1881. 1882. 
419,784 521,630 
9.0 101 





THE Wasasn, St. Louis & Paciric TRAFFIC has 
shown a very satisfactory increase in passengers since 1880 
but a very unsatisfactory one in freight. The passenger 
traffic last year was 21 per cent. more than in 1881 and 70 
per cent. more than in 1880. But in freight traffic there 
was an increase of less than 9 cent. over 1881 and 22 per 
cent. over 1880—the mileage worked having in- 
creased more than 40 per cent. since 1880. This 
road, though its lines are so far west, a very 
large proportion being west of the Mississippi, and the 
amount of traffic on them comparatively light, has to ac- 
cept rates but little higher than those of the trunk lines, the 
average last year being 0.951 cent per ton and 2.37 cents 
per passenger per mile. This is the primary cause of its un- 
profitableness, for it is very cheaply worked for a road situ- 
ated like it, the average cost last year being reported as 
0.658 cent per ton and 1.64 cents per passenger mile. The 
expenses on the New York Central last year were 0.60 cent 
per ton-mile, and the Central bas twice as much freight 
traffic on its 1,000 miles of road as the Wabash on its 3,200. 
On the through line of the Wabash from Toledo to St. 
Louis rates were artificially low in the first half of last year, 
but this can be only a small part of the traffic of the com- 
pany. The trouble is that the lines of the company nearly 
everywhere this side of the Mississippi are so situated that 
the trunk-line through rates—which when well maintained 
at the highest point are the lowest freight rates in the 
world—limit the rates attainable upon the local as well as 
the through traffic. The rates may be higher when 
trunk-line rates are maintained, but when high- 
est they will still be low. The railroads 
which carry to Chicago get much better rates, and 
perhaps the Wabash is most likely to increase its profits by 
carrying more to Chicago and less to Toledo. But this de- 
peads chiefly on the lake rates. Any considerable advance 
in the Wabash rates will probably always be impossible. The 
way to larger profits must be found chiefly through an in- 
crease in traffic and a reduction of expenses. 








March 13 last. At that time the five roads had carried 
2,392,593 tons of freight. The tons which each were en- 
titled to under the pool and the tons which they each actu- 
ally carried were so nearly alike that the balances over and 
short at the end of the year were : 


Over. Short 
Chicago & Grand Trunk.............. 8,648 tons. ....... .... 
Michigan Central..... ........... Se 06 Cee 
Pitts., Cin. & St. Louis................ /— 
Ce SS aOR Caran wee ay. ; 28,311 tons. 
SERRE Sl ERK 24531 
ECS oo. Cos sates ce eee 11,320 * 


64,162 tons. 64,162 tons. 
The Michigan Central, which is farthest from its propor- 
tion, has after all carried but 214 percent. more of the traffic 
than its share, or 2614 per cent. instead of 241%. It and the 
Lake Shore will doubtless be left to adjust their own differ- 
ences, and these two companies together are 25,339 tons out 
of their proportion, having carried during the year 1,113,- 
969 tons, instead of 1, ;088,630, and 46.56 per cent. of the 
whole, instead of 45.5 per cent. The Fort Wayne is'short 
about 1 per cent., po the Baltimore & Ohio about 14 per 
cent., while the Chicago & Grand Trunk is over nearly *< 
per cent. The earnings of the Michigan Central, from what 
it has carried above its share, if all carried at the highest 
rates of the year, would be about $107,000. Rates such as 
prevailed after June in 1881 would cause it to lose as 
much as this in three weeks. While there have been at 
times some irregularities since the agreement was made last 
year, they have been insignificant in their effect, so that the 
regular rates are those which have been received on vearly 
all the freight. Rates have been low throughout the year : 
circumstances prevented their being otherwise, but they 
have always yielded some profit, and have been a vast im- 
provement on the 15, 1244 and 10 cent rates that prevailed 
during the railroad war. 





Tre CINCINNATI SOUTHERN RaAILWay, which was built 
by the city of Cincinnati solely to increase its own com- 
merce with the South, and which is still owned by the city, 
bas recently made arrangements with the Louisville & 
Nashville, by which it will run freight and passenger cars 
through to and from Louisville as well as Cincinnati, so 
that it may be said that the railroad which Cincinnati built 
for itself is now just as much at the service of Louisville. 
Probably if anything of the kind had been proposed at the 
time Cincinnati was building the road, it would have been 
regarded as altogether out of the question; and yet it was 
all the time almost inevitable. Every railroad finds it neces- 
sary to carry all the traffic it can get which will give ita 
profit. The Pennsylvania Railroad cannot afford to carry 
for Philadelphia alone, nor the New York Central for New 
York. They could not if they were worked solely in the 
interest of these cities. If they did it would increase the 
cost of the transportation done for them. 

It does not follow, however, that Cincinnati has gained 
nothing by the Ciscinnati Southern. It has gained not only 
the traffic which that road brings it, but the complete use of 
the vast system of the Louisville & Nashville, which may 
be worth a great deal more. When there was no direct 
route from Cincinnati to the South, the rates on freights 
reaching it by way of Louisville naturally were higher than 
the rates to Louisville. But with the Cincinnati Southern 
forming a line to Chattanooga only 335 miles long, it wasin 
position to demand something like equality in rates, for 
points as far south and east as Chattanooga, with Louisville, 
which is 336 miles from Chattanooga; and such equality, ora 
nearer approach toit than formerly, it has attained, en- 
abling it, in alarge and important district, to compete for 
business on equal terms with Louisville. 








CHICAGO THROUGH SHIPMENTS EASTWARD for the week 
ending March 21 have been for four successive years: 

1880. 1881. 1882. 1883. 
75,439 55,486 38,646 69,368 

The shipments this year were thus 80 per cent. more than 
last year, 25 per cent. more than in 1881, but 8 per cent. 
less than in 1880. 

Of the shipments tbis year 14.5 per cent. was carried by 
the Chicago & Grand Trunk, 26.4 by the Michigan Central, 
17.9 by the Lake Shore, 23.5 by the Fort Wayne, 13 by the 
Pan-handle, and 4.7 per cent. by the Baltimore & Ohio. 

For seven successive weeks the shipments have been, in 
tons : 

—— Week to—— 
Feb. 7. Feb. mi | Feb. 21. Feb. 28. Mch. 7. 7. Meh. 14. 14. Mch. 21. 
43,388 58,140 61.533 60,385 72,051 69,696 69,368 

The shipments keep up wonderfully well, and though they 
have not yet been so large in any one week as in either of 
the last two weeks of March, 1880, they were so much 
larger in the first two weeks that it is possible 
that the shipments of the last ten days of the 
month will bring up the March shipments this year 
to as high figures as in 1880, when they were 
about 320,000 tons, and larger than in any other month 
except January, 1882, when they were a very little more. 
In 1880 the rate was 5 cents per 100 lbs. higher than this 
year. Besides these reported shipments a considerable 
quantity has gone by the New York, Chicago & St. Louis, 
so that the total Chicago shipments have probably been a 
little larger than in any previous month. 

From the week ending March 24 the eastward shipments, 
through and local, of flour, grain and provisions reported at 
Chicago were 70,708 tons, against 28,841 tons in the cor- 
responding week of last year, and 67,509 tons in the previ- 
ous week of this year. Of these shipments 4,298 tons (all 
grain) went by the New York, Chicago & St. Louis, whose 
business is not included in the pool. 





FREE CARRIAGE OF SEED CORN was asa offered by 
the Rock Island road, in order to insure a plentiful supply 
of seed corn to the farmers in Lowa, where much of the corn 
last year was so imperfectly ripened that it will not grow. 
This was in the interest of the road as well as tbe farmers 
as there is no one thing so good for it as a good crop of corn. 
There is plenty of good seed corn in Nebraska, and except 
that it is not common for Iowa way statious to import corn 
it should not be difficult to geta supply. It appeared, bow- 
ever, that the local dealers who imported the seed corn were 
getting the whole benefit of the free carriage, and charging 
the farmers very high prices for the corn. To guard against 
this the Chicago & Northwestern makes it a condition of 
free carriage that the dealers shall sell the corn for not 
more than 10 per cent. more than they pay for it. Luckily 
the cost of seed, even if high prices are paid, willnot be very 
great, as a bushel is enough for eight acres or so, very un- 
like wheat, where a bushel anda half or more is required, 
forming more than 10 per cent. of the average crop. 

This effort of the Iowa roads to encourage a large pro- 
duction is in many respects similar to the arrangements re 
cently made by the Erie road tu co-operate with the milk- 
producers on its line to secure a good market for their milk. 
It is bread sown upon the waters, sure to come beck after 
mavy days. 





THE FREIGHT EARNINGS BY LIne Cars on the Cleveland, 
Columbus, Cincinnati & Indianapolis Railway were 54 per 
cent. of its total through freight earnings in 1882, against 
69 per cent. in 1881, and 73 per cent. io 1880. The with- 
drawal of the Erie lines last year caused the great decrease 
then. ‘ Yet it seems not to have greatly affected the total 
through freight traffic. There was to be sure a decrease of 
$207,431 in the earnings by lines, but in the total earnings 
from through freight there was an increase of $148,348, or 
716 per cent. — 

The proportion of west-bound through freight has been 
increasing lately on this road, as on some other through 
lines. From 1873 to 1880 it rose from 16%¢ to 29\¢ per 
cent. of the whole, and in four of these years it was 80 per 
cent. or more. In the last two years it has been 33 per 
cent. Tbis has been partly due to a falling-off in the ship- 
ments of farm produce, doubtles:, but it 1s also partly due 
to considerable increase in the movement of freight to the 
West. The east-bound movement was largest in 1879 ; -— 
the west-bound was 1614 per cent. larger in 1881, and 12 
per cent. larger in 1882 than in that year. 


Nonruwnsreax RAILROAD EARNINGS aus a further 
improvemeaf in the third week of March, contrasting 
strongly with the losses in January and February, and indi- 
cating that these losses were due to the weather, which did 
not so much destroy as postpone traffic. In this third week of 
March the Chicago, Milwaukee & St. Paul gained $135,755 
(88 per cent.), the Chicago & Northwestern $101,900 (27 
per cent.), the St. Paul & Omaha $13,500 (15 per cent.), 
the Northern Pacific $64,850 (77 per cent ), the St. Paul & 
Manitoba $58,000 (46 per cent.). Besides a heavy crop 
movement, the larger because it was somewhat delayed 
earlier in the year, these roads are now beginning to feel the 
movement of emigrants and their supplies. Few data as to 
the extent of this movement are at present attainable, but 
such as we have seen indicate a very heavy movement. A 
great many, for instance, are going from Northern Illi- 
nois to the southern half of Dakota. A movementof this kind 
is of the highest promise to the roads named and to several 
others. It occurs chiefly in the spring, and the travel for 
two or three months, therefore, largely determines what the 
year’s growth of the new country shall be. 








PROVISION ExpoxTs continue very light. Last year they 
were smaller than before for several years, and this year 
for the four months of the packing year, from Nov. 1 to 
Feb. 28, the exports of fresh and salt beef and tallow were 
3 per cent. less than last year, and of hog products 16}¢ per 
cent. less, and in spite of higher prices the value of the ex- 
ported products was 9 per cent. less this year. In Febru- 
ary, tbe last month of the four, the comparison is not so un- 
favorable, the decrease in hog products being but 544 per 
cent., while there was an increase of 15!¢ per cent. in beef 
and tallow , and in valu2 there was an increase of 414 per 
cent. A considerable increase in beef and tallow is possi- 
ble, but not for many months in hog products. 





Sickness and Mortality of Railroad Employes. 





Dr. Harald Westergaard, of Copenhagen, in a treatise 
on the Theory of Mortality and Morbility—on the death 
rate and the amount and kinds of sickness in different classes 
of population and under different circumstances—a work 
published last year and awarded a prize by the University 
of Copenhagen, gives a chapter to men engaged in railroad 
service, which is founded on the various statistics and 
treatises on the subject which have been plentifully publish 
ed in Europe, though the statistics still lack much of com- 
pleteness. 

For England he cites some statistics showing that ot rail- 
road employés of different ages the mortality was 21 per- 
cent. greater than of an equal number of the population as 
awhole. At the age of 25 the railroad man, however, was 
less likely to die than the average person of his age; but at 


greater ages the mortality of railroad men was much the 
rsons and 








greater. Thus the number of deaths per 100 
the average number of days each person was sick at differ 
ent ages were : 

——— — -— Age- ae 

Deaths per 100: 28. 30. 40. 50 60. 
Railroad men....... ; fe liv 72 224 549 
Whole population....... ...-. 71 0.77 1.0% 1.50 2.61 
Ys O, ess per individua! 

Railroad men...... .....--..+ 9.77 10.99 15.00) 14.84 
Whole population. 6.91 8.2t 1149 18.73 
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Thus the railroad man is sick more than the average man, 
as well as more likely to die. : 

In Germany there have been statistics of mortality for 
different classes of railroad men from 1870 to 1878, 
which show that in the whole body of railroad men the 
deaths were 20 per cent. less than for the average popula- 
tion, and the deaths of trainmen 914 per cent. less, and this 
is true of men of all ages. 

This calculation, however, leaves out of account the in- 
valid class. Taking all the members of the railroad insur- 
ance societies, both active and invalid, the average death 
rate appears to differ little from English experiepce, which 
is higher than that of the whole people. 

The number of cases of sickness among the German rail- 
road employés is large, and the average number of days of 
sickness per employé is also pretty large—being from differ- 
ent ages : 

ead eemianedet Under 20. 
4.8 


20. 
ae 
ey) 


30, 
7.8 


40. 50. 
10.2. 140 

The mortality of the train-men is, however, 13 per cent. 
greater than that of the whole body of railroad men, and 
the number of train-men becoming invalids is now less than 
56 per cent. greater than the average, their average num” 
ber of days of sickness 57 per cent greater, and the number 
of cases of sickness among them 73 per cent. greater, their 
illness, on the average, being of shorter duraticn than that 
of other men. In no other calling are the cases of sickness 
so frequent. 

In a given number of employés who by the experience of 
the whole populatio2 should have had 40,922 cases of sick- 
ness, there were 70,939 cases, and they were sick 852,426 
days, whereas by the ordinary experience they should have 
been sick but 542,714 days ; 520 of them became invalids, 
instead of 332, as the average experience of the whole peo- 
ple showed. : 

Comparing train.men with the whole class of railroad em- 
ployés, the number of days sickness yearly at different ages 
were : 


60. 
20.6 


70. 
28.7 


—— -—- —— - —— — Age. — —— -———_ 

20 3). 40. 50. 60 to 70. 
Train-men........ . 11.0 12.6 16.3 24.3 36.5 
All employés,....... 7.8 78 10.2 14.0 20.6 


Thus the train-man on the average is sick more than 50 
per cent. more than his fellows in railroad service. 

The statistics for railroad employés below are from the 
records ot German roads from. 1870 to 1876 : 
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40 16.3 115.1 10.2 66 6 7.80 26.9 
50 24.3 138.0 14.0 70.9 10.69 28.2 
60 to70 | . 36.5 128.0 20.6 75.3 13.78 31.4 








Taking the experience of 1877-8, the death rate of couduc- 
tors, brakemen, baggagemen, etc., is above the average 
expectation 22 per cent., with a sickness rate yet more un- 
favorable. Of firemen and engineers the mortality is very 
much less—not above the average; but then there is as 
much, if not more, sickness among them. 

The following tables give the actual number of deaths, of 
cases of sickness, and of days of sickness among three 
classes of railroad men in Germany in 1877 and 1878, each 
class compared with the experience of all in order to show 
its proportionate rate of sickness and death. Cases of disa- 
bility include those permanently disabled, worn out, etc., 
and form a class by themselves, whose mortality follows the 
same general order as that of the active class—namely 
greater among pensioned station-men than among pen- 
sioned track-men and among pensioned train-men than 
among pensioned locomotive men, the death rate being 

especialiy large among the younger men. 


Deaths of Railroad Men in Germany. 




















ROADMEN, 
Cases Days Cases of 
Deaths. of sickness. of sicknesss. disability. 
v. 4 rane v. _ poe v. = = ex- 
pect. Actual. ct. ctual, Pct. ctual. 4 5 
TO 2,920 b0KG Shr dtos ah ee dG 
202 14°92 175199 185)N87 zIv"203 938142 
895 9,853 10823 1521420 174059 277 «270 
274 GS G8 129228 130304 557 494 
UT «(1,337 «41,255 42.631 39631 40% 377 
15 30 7 i 3451 55 51 
1,056 1,282 34,178 39,140 548,865 611,988 1,395 1,355 
CONDUCTORS, BRAKEMEN AND BAGGAGEMEN. 
43 2 33:2 1,930 29,780 21,569 11 8 
212 164 11,781 7}238 134580 92251 106 «BD 
173 140 6 $1037 LSBuB BNIB 1378 
72 134 31'978 B08 11518 
26 168 7,272 5y5 LOS 
2 5 os 220 7 4 
528 429 283,931 14,575 307,714 210,508 437 340 
ENGINEMEN AND FIREMEN. 
68 6,721 3,269 59,325 32652 18 13 
123 9249 51901 1144°6 6875 86 46 
63 3,174 1,749 5467 28054 65 47 
7 1,182 "605 2Q7s14 13126 ys 67 
9 84 47 36:7 1493 40 28 
1% CS 24 mM  .. 4 
269 B12 19,433 11,065 259,651 143,066 207 207 


It will be seen that the class of train-men including con- 
ductors, baggagemen and brakemen suffers more than any 
other class both by sickness and by death. Their number of 


sick days is 40 per cent. above the average, the death rate 
23 per cent. above the average, while that of enginemen 
and firemen is below the average. Enginemen and firemen 
have over 75 per cent. of sick days above the average, and 
about one-third more of them than of the average of 
employés are placed on the pension list. The conductors, 
baggagemen and brakemen contribute about the same 
proportion to the pension list, but more in the younger 
years of life. The road-man’s occupation does not 
shorten his life, and he has only the average number of 
cases of disability in bis class, but about 10 per cent. more 
than the averge of sick days. His average o. life is above 
the average of all railroad employés. 

General experience shows a probability of longer life but 
more frequent illness for those who are expused to the 
elements in all weathers. Theill health of the enginemen 
and fireman is due to the motion of the engine, slight injuries 
to the eyes by cinders, etc., and toexposure. It is evident 
that the injurious effects {of railroad life in Germany are 
felt mainly by conductors, baggagemen and brakemen 


Foreign Railroad Notes. 





A German statistician has been studying the results of the 
competition of the railroads and the Rhine, and finds that 
the river is gaining. Taking as an example a river town 
which is also a railroad centre, it appears tbat of the receipts 
and shipments of twenty-five leading articles 6054 per cent. 
was carried by the railroads in 1875, but only 52% in 1881 
The river leads in some freights which here we should expect 
the railroads to monopolize almost. For instance, it carried 
71 per cent. of the coffee, 50 per cent. of the spiri's, sub- 
stantially the whole of the wooden-ware, 97!¢- per cent. of 
the salt and 93 per cent. of the leather. 





The oldest German railroad is tbe Nuremberg & Fiirth, 
23¢ miles long, which was opened Dec. 7, 1855, The next 
was the Leipsic & Dresden, part of which was opened in 
1827, but which was not completed (71 miles) until 1839. 
At the end of 1840 there were only 360 miles of rai‘road in 
Germany. There were then 2,818 miles in the United 
States. The progress in the two countries thence at inter- 
vals of five or ten years has been : 

1840. 1845. 1850), 
Germany............ 360 1,439 3,760 7,232 12,197 20891 
United States....... 2,818 5,653 9,021 30,635 52,914 92,700 

The greatest length completed in any one year in Ger- 
many was 1,517 miles, in 1875; in this country it was aboat 
11,509 miles, in 1882—more than was ever built in any ten 
years in Germany. 


1860. 1870. 1880. 





The number of pass2nger trains on some of the English 
roads is greater than anywhere else in the world, probably. 
except on the New York elevated roads. A French engin- 
eer who has recently investigated the subject has madea 
table showing the number of trains despatched every 24 
hours on certain roads and parts of roads. This table show 
that on many lines there are more passenger than freight 
trains, and this is especially the case south of London. 
The number on the London end of a road, however, usually 
jucludes an immense number of suburban trains. 
of the trains are: 


On some 





London Distance, — - -Trains.—- ———— 
to wiles. Pass. Freight. Total. 
Swanley , 91 37 12% 
CRE REE ae 85 14 99 
brightou Sale wa carat ees 69 48 17 
... SRR 147 51 198 
IE xn Sean's can ceshnde 112 72 184 
NE cna d accsty sa teehee 72 136 215 
rere 29 190 319 
Hitchin........ 225 93 221 





To Hitchin, Bletchley and Leicester the roads have four 
tracks. Usually there are very few freight trains by day 
and very few passeng2r trains after midnight. 





Tests of Materials at the Chicago Exhibition. 

The following circular has been issued dated March 20, 
1888 : 

To the Civil, Mechanical, Hydraulic and Mining Engineers 
of North America. 

The Commissioners of the National Exposition of Railway 
Appliances invite your attention to the proposed tes‘s of the 
strength and quality of substances used in general construc- 
tion, to be made during the Exposition, from May 24 to 
June 23, 1883. 

That these tests may be full and complete, and of an ex- 
tended and varied character, engineers who contemplate 
visiting the Exposition are svlicited to bring with them or 
send specimens of useful substances for the purpose. A r--c- 
ord of these tests wiil be faithfuily kept and afterwards 
published. It is to be hoped that all who can will aval 
themselves of this opportunity to learn the quality and 
strength of the material you build with in your respective 
localities, and without expeuse to yourselves, 

Suggestions from engineers or others which will promote 
the efficiency of thes testsare respectfully solicited. 

Special working forms of iron and steei are solicited, 
especially those which are subjected to constant or severe 
strains or blows. 

A first-class prize will be given to the manufacturer pro- 
ducing, by actual test, the best and strongest upset eyebar, 
and upset rod for threading. 

Specimens of stone should be in cubes of two inches. 

Stone cubes from old structures which have’ been exposed 
to unusually deleterious influences are requested 

Specimens of useful wood, of which no tests have been re- 
corded, are requested. 

A written description of each specimen sent for testing, 
including a full acvount of the mode of manufacture, must 
accompany it; otherwise no test will be made. 

If the specimen is of metal, name the ore it is made from 
and describe its manufacture and purpose. 

If a stone specimen, give the date when quarried (unless 
from an old structure and not known), kind of stone and the 
location of quarry, naming the town, county and state, 











Ifa wood specimen, give the date of felling the tree of 
which it is a part, the common name of the wood, also bo- 
tanical name if known, the average diameter and height of 
the species; state whether it is deciduous or perennial, and 
what, if any, useful purpose it has served in its native 
region. 

All wood specimens should be of the following dimensions; 
For tensile strength, 2 in. x 2 in. x3 ft. long. For compres- 
sive strength, 6 in. x8 in. x1 ft. long. 

Specimens of rope made from steel or iron, or from man- 
illa, hemp, or any vegetable substance, also of belting of 
every description, are solicited. 

Wiiu1aMm Sooy Smrru, C.E., 

K. F. Boora, C.E., 

W. F. Goopuug, C.E, 

WituiaM H. Lotz, M.E., 

CHESTER B. Davis, Hydraulic Engineer, 
Committee. 

WILLIAM Sooy Smit, Chairman. 

Adéress all correspondence, specimens, etc., to E. H. 
Tagort, Secretary, Grand Pacific Hotel, Chicago. 


Locomotive Building. 


Tbe Rhode Island Loconiotive Works in Providence are 
building two passenger engines for the Boston & Maine road. 

H. K. Porter & Co. in Pittsburgh bave a number of con 
tracts on hand for light locomotives. 


Car Notes. 


The Gilbert & Bush Car Works in Troy, N. Y., have just 
completed two zombived sleeping and parlor cars to go to 
Australia. They are light and very handsome cars with 
some new features about them, and were designed by Mr. 
G. Leve, of New York. 

Billmyer & Small, in York, Pa., have several contracts for 
freight cars, both standard and narrow gauge. 


Bridge Notes. 


Alden & Lassig, of the Rochester Bridge & Iron Works in 
Rochester, N. )., have taken several contracts for bridges 
for the Canadian Pacific road. 

The Caicago, Burlington & Quincy shops in Aurcra, IIL, 
are building 12 bridge caissons to be used on the St. Louis, 
Keokuk & Northwestern road. They are of boiler iron 4¢ 
in. thick, and are 50 ft. in height, capering from 15 ft. diame- 
ter at bottom to 12 ft. at top. 

Clark, Reeves & Co., at Phoenixville, Pa., have taken the 
contract for a bridge over the Susquehanna at Harrisburg, 
Pa., for the new Harrisburg & Western road. 

The Morse Bridge Works at Youngstown, O., havea num- 
ber of orders for railroad and highway bridges to fill. 


[ron Notes. 


The Bethlehem Iron Co., in Bethlehem, Pa., is making 
heavy shipments of steel rails to Califurnia. 

.. Edwards & Co., owners of the rolling mill at Canal 
Dover, O., have made an assignment, with liabilities of 
$50.000, and about $30,000 assets, 

Martel Furnace at St. Igaace, Mich., bas gone out of 
blast. It bas been making charcoal car-wheel iron. 

The blast furnaces of Allegheny County, Pa., produced 
358,840 net tous of pig iron in 1882, compared with 385,- 
453 tons in 1881, and 300,497 tons in 1880. Tbus, the pro- 
duction was 26,613 net tons less last year than in 1881, but 
58,343 tous more than in 1880. 


Manufacturing Notes. 


The L, B. Flanders Machine Co., in Philadelphia, bas lately 
sent locomotive cylinder boring macuines to the: Boston, 
Hoosae Tunnel & Western: Roanoke Machine Works; Pitts- 
burgh & Lake Erie; North River Construction Co. : Comber- 
land & Penusylvapia, and tbe Brooklyn, Flatbush & Coney 
Islaud roads; valve seat rotary planing machines to the 
Mis.ouri Pacific; New York & New England; Roanoke Ma- 
chine Works; North River Construction Co.; Baltimore & 
Onio: Grand Crunk; Delaware, Lackawanna & Western and 
the New York, Chicago & Ss. Louis roads; crank pin ma- 
chines to the New York & New England and the Florida 
Transit roads, and the Brazilian Government; Greenwood’s 
universal planer chucks to L. G. Tillotson & Co.; the Raleigh 
& Gaston, and the Delaware, Lackawanne & Western roads. 

The Springfield Foundry Co., in Springfield, Mass., is 
making a great many railroad castings, including locomo- 
tive cylinders, driving wheels, cross heads, etc., and car 
castings; also thin castings for steam-chest casings and sim- 
ilar work. The company has special facilities for making 
locomotive, car and briage castings. 


The Rail Market. 


Steel Rails.—There has not been much business done, al- 
though there have been a good many inquiries, and pros- 
pects are that sometbing will be done before long. Sales to 
to the extent of 20,000 tons are repurted by Western miils, 
but the price is said to have been very little, if anything, 
above $38. Eastern mills quote $39, and are firm, unless 
quantity and time for delivery are specially favorable. Light 
rails quoted $40 to $41. 

Rai Fastenings —ihe market is quiet and unchanged, 
prices remajning about as last week. 


British Rail Exports. 


Exports of steel and iron rails from Great Britain for the 
month of February, and for the two months ending with 
February, to the United States and to all countries are re- 
ported as follows by the Board of Trade, in tons of 2,240 
ibs, : 

















-———February.——— ——Two Months.—-. 
To United States; 13881. 1882. 1885. 1881. 1882. 1883, 
Tronrails..... 10.419 5,404 1,059 16,082 14,167 1,190 
Steel rails.......... 4,380 17,774 3,037 6,085 36,278 8,999 
Total... ....,. . 14,799 23,178 4,096 22,167 50,445 10,189 
To all Countries : 
lron rails.......... 10,945 7,068 4,061 18,029 18,173 7,306 
Steel rails... ..... 20.672 56,354 49,086 43.912 118,150 117,362 
Total... ... 31,617 63,422 53,147 61,941 131,323 124,668 


The exports to this country in February were thus 82 per 
cent. less than last year and 72 per cent. less than in 1881. For 
the two months the decrease from last year is 80 per cent., 
and for 1881 it is 55 per cent. 

The total exports to this country in February were the 
smallest since July, 1879, but they have been very small 
ever siuce October. The monthly average in the first half 
of last year was 20,467 tons; in 1881, 24,178 tons; in 
1880, 18,273 tons. The exports of iron rails, however, were 
the largest since May last— indeed, larger tban the totals for 
eight months previous. Still they areso small as to have 
no significance. 

The British exports to countries other than the United 
States in February were larger than any previous year, 
and for the two months they were 114,479 tons, against 
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80,878 in 1882 and 49,774 in 1881. This year no less than 
one-third of the total exports were to the unnamed ‘‘ other 
countries.” of which Mexico probably was the chief. But 
while the United States took 38 per cent. of the total British 
exports, 23.8 per cent. went to India, 13 per cent. to Austra- 
lia, 10.2 to Italy, 5.7 per cent. to Canada, 3.7 per cent. to 
Brazil, and 1.5 per cent. to Spain. Italy seems now to be 
the only important European customer for British 1ails. 
It is worth notiog that steel rails formed 94 per ceut. of 
the total exports, ; 


Regulating Union Pacific Eating-Houses. 


Mr. M. M. Towne, Superintendent of the eating-houses on 
the Union Pacific road, has issued the following notice to 
eating-house proprietors on that line: “On and af:er March 
20, 1883, the company will give free trafisportation, by 
freight and express, on all food supplies for use uf eating- 
houses. This does not inciude car-!oad lots, and nothing 
will be shipped by express that can just as well go by 
freight. In consideration of this free rate, on and after the 
above date, you will charge passengers not to exceed 75 
cents for each meal; all trainmen connected with the pas- 
senger trains not to exceed 25 cents for each meal ou 
will charge not to exceed 10 cents for each cup of tea or 
coffee, 10 cents for each sandwich, 10 cents for each quarter 
of pie, andeverything in your lunch-room in like propor- 
tion.’ 


Railway “ Old Probs.” 


J. White Sprong, Secretary of the Delaware & Hudson 
Canal Co., bas established, under the direction of the com- 
pany, a railway signal service or weather bureau. The 
station agents at vay nee Ninevah,Oneonta,Copleskill, 
Albany,Schenectady, Mechanicsville, Ballston Spa,Saratoga 
Spring-:, Fort Edward, Whitehall, Lake George, Rutland, 
Port Henry, Plattsburg and Rouse’s Point have been 
instructed to make reports by telegraph at intervals during 
the day of unusual changes in the meteorological conditions 
of their localitics. bis record will enabie tke division 
superintendents to anticipate and guard against disarrange- 
ments of train time schedules by floods, snow blockades, etc. 


A Large Steamboat. 


The Old Colony line-steamer ‘ Pilgrim” is so far com- 
pleted, in New York, that she has been opened to public 
inspection. She is the largest boat of the line, havinga 
length over all of 387 ft.; beam, 50 ft.; beam over guards. 
87 ft.; depth of hoid, 14 ft. She has two saloon decks above 
the »ain deck, and 280 first-class staterooms, with accow- 
modation for 560 passengers. She is licensed to carry in all 
1,200 passengers. She hasa beam engine of 5,000 horse- 
power, with a cylinder of 110 in. diameter, and 14 ft. stroke. 
it is expected that she will make 20 milesan hour. The 
saloons are fitted up with mahogany, and the ceilings fres- 
coed in delicate and cheerful colors. The staterooms are 
furnisbed with folding beds and clectric bells, and the dcors 
are secured by locks that cannot be opened with pass-keys. 
Many of the staterooms are connected with each other. so 
as to be thrown en suite for the convenience of families. 
The ** Pilgrim’s” furniture will be put on board at Newport. 
'’he boat will be lighted with electric lights, haviug nearly 
1,000 of Edison’s lights on board, power for which is fur- 
nished by three engines, 


Explosion in a Mail Car. 


Late yesterday afternoon the steam heater in a Vandalia 
mail car, lying on a side-track at tue Union depot, exploded 
and effectively demolished one end of the car. A couple of 
men were in the car at the time, but luckily were working 
in the end opposite that in which the heater is located. Itis 
not known what caused the explosion. ‘The first those on 
the ground knew was a deafeniug report, followed by a 
crash of timber, and when they looked up the depot could 
be seen through an end of the car. A piece of the heater 
went through the roof and continued its course until it 
struck the door of an adjacent freight depot, througb whi-bh 
it madea hole large enough for a man to crawl through. 
The car will be taken to the shops for repairs.—St. Louis 
Republican, March 26. 

A Railway Hospital Arrangement. 

A new system for the dispensing of medical and surgical 
aid to the sick and injured employés of the Denver & Rio 
Grande Railroad is to be inaugurated on April 1. The fol- 
lowing are the rules and regulations adopted: 

First—It is hereby directed that from April 1, 1883, there 
shall be deducted from the monthly compensation of each 
employé; of every class, in the service of the Denver & Rio 
Grande Railway Company, the sum of 50 cents, for the pur- 
pose of creating an invalid fund. 

Second—The subscribers shall be entitled to medicines and 
medical attendance free of charge, or admission into one of 
the company hospitals, hereafter designated, when sick 
from diseases contracted in the service of the company, or 
from injuries sustained in the live of their duty. 

Third—lIf any employé does not desire to go to the hospi- 
tal, he can receive medical attendance free at bis home in 
any of the towns in which a company physician resides, but 
his board will be paid by the fund only when he goes toa 
company hospital or one which the won ve | patronizes. 

Fourth—An employé who desires medical treatment must 
first bring from his superinterdent or foreman a certificate 
stating time, place and circumstances of his case to the near- 
est company surgeon, who will either, according to his 
judgment, administer such treatment as he may require at 
— place in which he resides or forward him t6 a company 

ospital. 

Fifth—Whenever an employé quits the service of the 
company he ceases to be a participant of the fund and su- 
perintendents and fore:men are forbidden to issue certificates 
to such a person. 

Sixth—Employés sick from the results of intemperance, 
vicious babits, or old diseases contracted prior to entrance 
into the service of the road, will not be entitled to aid from 
the invalid fund. 

Seventh--Any employé who has a chronic disease which 
is liable to render him a burden to the fund, to an extent 
unjust to other emplovés, may be dropped from the assess- 
ment roll unon the recommendation of the c sief surgeon. 

Eighth—No employé will be permitted to remsin in the 
hospital at the expense of the fund for a period exceeding 
four months, without consent of the Senior Surgeon or 
Genera] Manager of the road, 

Ninth—Employés who shall become intoxicated in hospi- 
tal or hecome insubordinate to the rules thereof, may be dis® 
charged and dropped from the benefits at once upon the 
order of the Senior Surgeon. 

_ Tenth.—Assessments upon employés who labor a frac- 
tional portion of the month will be made in the following : 
Those who work less vumber of days tban half a month will 
contribute to the fund 25 cents; those who work over a half 
month, and less than a full one, will contribute the ful som. 

. 8.—The company recommends that an insurence fund 
be established at an early date, whereby every emp!oyé 
shall contribute 50 cents from his wages every month, This 
shall entitle him to $25 per month for time actually lost 
from injuries sustaiaed by accidents occurring in the line of 
his duties, cr $300 for the loss of a foot or a hand, or $500 








payable to his heirs in the event of death. Thesurplus fund 


shall be allowed to accumuiate until it reaches $30,000. 
The employés of the Denver & Rio Grande Railway shall 
have the first right to borrow this mouey in securing homes 
for themselves, at 6 per cent. per annum, provided they 
give ample security. 


Government Tests of Materials. 


At the regular monthly meeting of the American Society 
of Civil Evgineers, held in New York, March 21, the subject 
of a coutinuance of tests of structural materials was con- 
sidered. Tne Secretary made a statement of what had been 
done up to the preseut. Mr. O. Chanute, Chairman of the 
Committee on this subject, related the effort that had been 
made to secure larger appropriations from Congress; and 
the subject of the best method for conducting and contivu 
ing tests and of collating results so as to secure desirable in- 
formation was discussed by Messrs. A. P. Boiler. L. L. Buck, 
Jobn Bogart, O. Chanute, T. C. Clarke. Theodore Ceoper, 
Charles E. Emery, Robert L. Harris, Charles Macdonald, 
Wm. H. Paime and 8. H. Sbreve. Letters were read from 
Gen. 8S. V. Benét, Chief of Ordnance, stating that the pro- 
gramme adopted for continuing tests of struciural materials 
would be carried out on the Watertown testing machine to 
the extent of the very small amcunt appropriated by Con- 
gress; and the circular from the Chief of Ordnance, em- 
bracing that programme, was alsoread. <A resolution was 
adopted to the eff.ct that it was the sense of the meeting 
that a special committee should be appointed by the board 
of directors, to prepare and promote such a programme of 
tests of structural materials as to secure the best results 
possible from the Watertown Arsenal experiments, 


Wheel Mileage on the Lake Shore Road. 


The report of engine, tender and passenger car wheel 
mileage on this road for the year 1882 has just been issued 
by the Purchasing Agent, Mr. A. C. Armstrong. The aver- 
age mileage of 2,265 33-inch cast-iron cbilled wheels 
drawn was 60.580 miles each ; the average of 747 30-inch 
wheels was 57,519 ; that of 393 28-inch wheels was 56,088, 
and six 26-inch wheels averaged 97,297 miles each. Of the 
2,265 33-inch wheels drawn 1,609 were worn out; 536 were 
flat owing to bad chill or crumbled tread; 51 hid brok2n 
treads; 25 broken plates, and 44 sharp flanges. Besides the 
2,265 33-inch wheels removed for the causes named, 207 
were drawn because they had been made flat by sliding. 
The average mileage of these 407 wheels was 25,168 miles 
each. 

The average mileage of all cast-iron wheels removed dur- 
ing five years from the equipment named above, which does 
not include freight cars, excepting those made flat by slid- 
ing, wes as follows: 33 io. wheels, 60,235: 30 in. wheels, 
48,299; 28 in. wheels, 49,867; 26 in. wheels, 63.878. 

The average mileage of all the wheels reported **worn out” 
during five years was 71,059, and the average mileage of 
wheels made flat from sliding in the same time was 24,065. 
The number of wheels removed from the latter cause was 
as follows: in 1878, 18; in 1879, 45; in 1880, 72; in 1881, 
205; and in 1882, 407. The great increase in the number 
removed from this cause in 1881 and 1882 is probably due 
to the use of continuous brakes, or perhaps rather from in- 
experience in the use of them. 

Fire-Proof Sleeping Cars. 

The New York Herald hasthe following article advocating 
the construction of fire-proof sleeping cars and passenger 
coaches : ‘There is no good reason why sleeping cars, and 
in fact all passenger cars on steam railroads should not be 
thoroughly fire-proof. There are special reasons why they 
should be so constructed. They are peculiarly exposed to 
risk of fire and are freighted with thousands of human lives. 
Yet they are mere tinder boxes, and once on fire are almost 
instantly consumed by the flames. ‘The great danger to life 
from combustible cars was forcibly illustrated by the burn- 
ing of a sleeper on the Pennsylvania Railroad early yes- 
terday morning, though fortunately po lives were lost, and 
it was more terribly illustrated by the Spuyten Duyvil dis- 
aster on the Hudson River Railroad, in which the loss of life 
was largely due tothe burning of the wrecked cars. It 
would seem to be easy and entirely practicable to construct 
passenger-cars of metal or other uninflammable materials so 
as to make them absolutely fire-proof,and the traveling pab- 
lic has a right to demand of the wealthy corporations of the 
country this safeguard against danger and loss of life. In 
the building of ocean steamers iron and other metals have 
largely taken the place of wood. Itis high time that a new 
departure of this kind be taken in the construction of cars 
for the carriage of passengers by land.” 


A Compressed Air Locomotive. 

What is undoubtedly the first practical attempt to use 
compressed air as an underground motor ina coal mine in 
this country is meeting with success at the Old Eagle pits of 
W. H. Brown Sons, 27 miles up the Monongahela above 
Pittsburgh. The new motor was built at the Baldwin Loco- 
motive Works, and is a most singular looking affair. The 
available height above the pit rails being only 5 ft. 10 in., 
the air locomotive had to conform thereto. The air receivers 
are 27 ft. long, and 38 in. in diameter, and made of sheet 
steel. These are filled with air compressed to 400 Ibs. per 
square inch, forming the actuating power of the machine. 
These air receivers rest on four wheels, driven by a pair of 
locomotive cylinders, gearing, etc., just as in a railway 
engine, the air takivg the piace of steam, The originator 
of this idea, Capt. Harry Brown, expressed himself as 
more than satistied with this locomotive. It does the work 
of a score of mules, requires the attention of only one man 
—who also operates the air compressing machinery and 
can haul 55 loaded cars (60 tons) up a gradient of 100 ft. to 
the mile.—Coal Trade Journal, 


Experiments on “ Preptual” Motion. 


The Tech gives the following from a postal-card directed 
to the ‘*‘ Machinery School, Boston ”: 

‘* STATE CENTRE FEB 21. 

‘* Will you pleas tell me how Your institution is run and 
what its ame is and if You Would experimert on preptual 
motion for balf the enterprise in the united States if You 
had a good theary advanced that looks reasonable and the 
cost would not be more than the cost of a dump cart. 

** Yours truly, 


‘*marshall, Co., Iowa.” 
Courting by Steam-Whistle. 

It has long been a mystery to us why there has been so 
much unnece-sary tooting, blowing and screeching ot loco- 
motive whistles on the incoming and outgving trains run- 
ning through the city. It now seems that the practice is 
indulged in by engineers as a means by which to salute their 
wives and sweethearts along the line of railroad at which 
th: y reside, or to wake up asleeping cbum, and that these 
siguals an their meaming are well understood by the parties 
tor whom they are intended. We have beard it stated, on 
good and unquestionable authority, that an engineer on 
one of the traius on the Binghamton & Svracuse rvad blows 
asignal for his wife when bis train is nearing the city, 
which she und-rstands to have his supper ready for bim 
within the vext twenty minutes, at which time he is invari- 
ably at home, and sits down at his own table to participate 





in the meal. There may be sense in this asa signal, tut 
courting by steam-wbistle along the line of railroad is some- 
thing both novel and absurd, while it is annoying to the 
community. This way of making love is too loud and in- 
delicate.—Binghamton (N. Y.) Republican, 


* Owner’s Risk.” 


A country darkey came into the Columbus, Georgia, office 
with a very large jag, containing some corn whiskey, he 
said, to send to a friend at a point where prohibition ruled. 
Charley Couch was on the sidewalk helping lift a big box 
into a wagon, so Henderson, the money clerk, made out bis 
receipt—the darkey took it, and said: 

** Boss, please read dat over for me ?” 

Henderson complied, and read * owner’s risk.” 

‘* What dat mean, boss?” 

‘‘ Why, it means that the express company won’t pay for 
it if it should get broken, as itis not properly packed, you 
see.” 

“Yes, sir. But if de man who carries it gets dry, he kin 
jis break it aud git a drink!” 

“Ah!” says H., ‘‘but we don’t employ any such kind of 
people. Our messenger has charge of it, and they are all 
temperance men—all have to take the oath before they are 
employed.” 

‘Dat o’ all right, boss, but I’ve seed lots o’ temperance 
men who wouldn’t want a better chance dan a full jug, ina 
empty car, and da all alone.” 

ust then Charlie Couch came in—his jolly fat face red 
der than ever from bis exertion. The countryman looked 
at bim, and said, as he walked away: 

“Boss, is he a messenger?” 

“Oh, yes; an old timer, one of the best in the business 

“Good ebenin’; tar up yo receipt! I gyin to put dis yer 
licker in a keg.”—Express Gazette. 


A Natural Electrical Motor. 


A most remarkable electrical! phenomenon manifested it- 
self on the line of the Union Pacific Railway recently. be- 
tween North Platte and Sidney. The influence, bowever, 
was felt perceptibly beyond those points. The rails were 
surcharged with a current of electricity, moving from west 
to east, to so bigh a degree that hand cars canting on the 
track were impelled at a fair rate of speed by it. One hand 
car at Brule got away from the section men next east. The 
influence of the current was felt by many persons along the 
track and no little excitement prevailed during its continu- 
ance.—Denver Tribune. 


General Bailroad Mews. 
MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be beld as follows: 

Allegheny Valley, annual meeting, at the office in Pitts- 
burgh, April 10, at 11 a. m. 

Atchison, Topeka & Santo. Fe, annual meetiog. at the 
office in Topeka, Kan., April 19. Transfer books close 
March 19. 

Lake Shore & Michigan Southern, annual meeting, at 
the office in Cleveland, O., May 2. Transfer books close , 
March 30. 

Michigan Central, annual meeting, at the office in De- 
troit, Mich., May 3. Transfer books close March 30, 


Railroad Conventions. 


The General Time Convention will hold its spring meeting 
at the Lindell House in St. Louis, April 11. 

The Southern Time Convention will meet at the National 
Railway Club Rooms, No. 46 Bond street, New York, 
April 18. 

The Car Acecuntants’ Association will hold its annual 
convention in Philadelphia, May 22. 

The General Baggage Agents’ Association will hold its 
next semi-annual meeting at the Tremont House, Chicago, 
Aug. 8. 

Technical Meetings and Conventions. 


’ The Master Car-Builders’ Association will bold its annual 
convention in Chicago, beginning June 12 next. The meet- 
ing will be held in the Grand Pacific Hotel. The charge at 
that hotel to members will be $3 per day for ordinary 
rooms. 

The Master Mechanics’ Association will hi ld its annual 
convention in Chicago, June 19 next. 


Dividends. 


Dividends have been declared as follows : 

Chicago, Rock Island & Pacific, 134 per cent., quarterly, 
payable May 1. Transfer books close March 30. 

Chicago, St. Paul, Minneapolis & Omaha, 184 per cent., 
quarterly, on the preferred stock, payable April 20. Trans- 
ter books close March 31. 

Danbury & Norwalk, 2% per cent., semi-annual, pay- 
able April 20. Transfer books close April 10. 

Lake Shore & Michigan Southern, 2 per cent., quar- 
terly, payable May 1. Transfer books close March 30. 

ee d& Enfaula, 10 per cent., yayable on de- 
mand. 

Newport & Cincinnati Bridge, 3 per cent. 

Woodruff Sleeping & Parlor Coach Co., 1*4 per cent., 
quarterly, payable April 2, 

Foreclosure Sales. 

The Mobile & Aiabama Grand Trunk road will be sold 
in Mobile, Als., May 7, under a decree of the Court of Chan- 
cery. No bid for less than $350,000 will be received: the 
terms of sale are $2,000 cash at the time of sale, $10,000 
in cash within five days, and the balance in 39 days, 
either in cash or in bonds and coupons at their pro rata 
value. The road iscompleted from Mobile to Bigbee Bridge, 
56% miles, with a connection one mile long with the Mobile 
& Uhio near Tou!lminville. It bas not been operated for 
several years. The funded debt consists of $1.124.000 first- 
mortgage bonds, with about eight years’ unpaid interest. 

















Southern Railway & Steamship Association. 

General Commissioner Powers has issued the following 
circular: 

** Please take notice that this office will be removed to At- 
lanta, Georgia, on April 1, 1883. Address all commmnica- 
tions accordingly. 

“The office will be located on the third floor of Jackson’s 
Building, corner of Alabama and Pryor streets, half a block 
from the Union passenger depot. 

** All agents making deposits will be careful to have new 
accounts opened at tue banks they deposit with. specifying 
Atlanta, Georgia, as the headquarters of this office, begin- 
ning with deposits for way-bills of April 1. Special atten- 
tion is called to this in order that we may coe up accounts 
to March 31, and open a new set of books entire with April 
p 








ELECTIONS AND APPOINTMENTS. 


Atlantic & Pacific.—Mr. George Chalender, Superintend- 
ent of Motive Power and Machinery, bas been appointed 
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also Superintendent of the Albuquerque Division, from 
Albuquerque to Winslow, witb office at Albuquerque, N. 
M. Mr. t N. Horner is appointed Train-Master of the 
Albuquerque Division, with office at Coolidge, N. M. Mr. 
Daniel Hardy, Superintendent of Telegraph, is appoiuted 
also Superintendent of the Arizona Division, from Winslow 
to the Colorado River, with office at Williams, Ar. Mr. T. 
M. Daly is appointed Chief Operator, and will also have 
charge of all repairs of telegraph. Mr. J.C. Burnet is ap- 
pointed Traveling Auditor. 

Boston, Concord d& Méntreal.—Mr. W. A. Cobb is ap- 
pointed Cashier in place of R. M. Bowen, resigned. Mr. J. 
H. Carpenter succeeds Mr. Cobb as General Freight Agent. 


Chattahoochie d& East Pass.—This company has elected 
H. S. Haines, President; W. P. Hardee, Secretary and 
ES ne gi It is controlled by the Savannab, Florida & 

estern. 


Chicago, St. Louis d& Pittsburjyh.—The full list of officers 
of this company (successor to the Columbus, Chicago & In- 
diana Central) is as follows: President, Wm. L. Scott, New 
York; First Vice-President, J. N. McCullough, Pittsburgh, 
Pa.; Second Vice-President, Wm. Thaw, Pittsburgh, Pa. ; 
Third Vice-President and Comptroller, Thomas D. Messler, 
Pittsburgh; Assistant Comptroller, John W. Renner, Pitts- 
burgh; Auditor, A. McElevey, Pittsburgh; Treasurer, M. H. 
Taylor, New York; Assistant Treasurer, M. C. Spencer, 
Pittsburgh; Paymaster, John C. Snee, Columbus, O.; Secre- 
tary, 8S. B. Liggett, Pittsburgh; Assistant Secretary, A. 
Scull, New York; Manager, James McCrea, Columbus, O. ; 
General Freight Agent, D. T. McCabe, Chicago; General 
Passenger and Ticket Agent pro tem, E. A. Ford, Chicago; 
General Counsel, J. T. eueien Pittsburgh; Assistant Coun- 
sel, J. J. Brooks, Pittsburgh. The New York office is at No. 
160 Broadway. 


Cincinnati Railway Tunnel Co.—This company elected, 
in Cincinnati, March 20, the following officers: President, 
A. J. Hodder; Secretary, S. H. Goodwin; Treasurer, Rich- 
ard Beresford. 


Council Bluffs & Northern.—The officers of this new com- 
any are: President, J. W. Chapnian; Vice-President, E. 

. Shugart: General Manager, J. J. Brown; Secretary, 
Thomas Bowman; ‘Treasurer, Samuel Haas. Offices in 
Council Bluffs, Iowa. 


Dayton & Union.—At the.annual meeting in Dayton, O., 
March 20, the following directors were chosen: R. D. Mar- 
shall, J. H. Devereux, Stevenson Burke, H. H. Poppleton, 
E. B. Thomas, J. H. Carlisle, E. A. Ferguson, F. H. Short, 
C. C. Waite. The board elected C. C. Waite President; E. 
B. Thomas, Vice-President; George H. Russell, Secretary 
and Treasurer; J. H. Barrett, General Superintendent; H. 
H. Poppleton, Attorney. 


Hast Tennessee, Virginia & Georgia.--Mr. T. D. Kline is 
appointed Assistant Superintendent of the Georgia Division, 
and will have charge of the section from Rome to Macon, 
in place of Major M. Beatty, resigned. Assistant Superin- 
tendent Mallory will retain charge of the section from 
Macon to Brunswick. No Superintendent is appeinted for 
the whole division in place of Mr. W. V. McCracken, pro- 
moted, the Assistant Superintendents reporting directly to 
the General Superintendent at Knoxville. 


Lackawanna & Pittsburgh.—The officers of this company 
as consolidated are: President, Archer N. Martin; Vice- 
President, Frank Smith; Secretary and Treasurer, C. E. 
Kimball. 


Mexican National.—The following appoiutments are an- 
nounced for the Frontier Division, which includes the North- 
ern ew of the Mexican National and the Texas-Mexican 
road : 

Mr. C. A. Merriam is appointed Assistant Superintendent 
and Engineer and will have charge of the Maintenance of 
Way Department of this division, with headquarters at 
Nuevo Laredo, Mexico. All officers of this Department re- 
port to and receive their instructious from him. 

Mr. F. W. Baldwin is appointed Train-Master of this di- 
vision, with headquarters at Laredo, Tex. He has charge 
of the movement of the traffic, distribution of cars and super- 
vision of trainand yardmen. Train-dispatchers report to 
and receive their instructions from him, and issue train 
orders in his name, exvept when otherwise ordered. 

Mr. J. W. Ward, Agent at Corpus Christi, Tex., has gen- 
eral charge of all employees at that point. The yard eugine 
at Corpus Christi is under bis control, subject to the orders 
of the Train-Master, and employés of the motive power 
and maintenance of way departments report direct to the 
heads of their respective departments. Mr. J. B. Mitchell, 
in charge of the lighters and other vessels belonging to this 
company, reports all matters concerning the movements of 
his vessels to Mr. Ward, and obeys his orders concerning 
the same. In all other matters he reports to the general 
office as heretofore. 

The duties of A. E. Spohn, M. D., Surgeon of the Texas- 
Mexican Railway, are extended over the entire division, 
with headquarters remaiving at Corpus Christi. He has 
charge of the medical service of the division, and is author- 
ized to organize the same, appointing such assistants as may 
he necessary. 


Monson.—At a meeting held in Bangor, Me., last week, 
the following officers were chosen: President, H. A. Whit- 
ing, Wilton, N. H.; Treasurer and General Manager, George 
S. Cushing, Lowell, Mass. 


New England Railroad Club.—This club’ has been organ- 
ized in Boston with the following officers: President, F. D. 
Adams; Vice-President, J.W. Marden; Secretary and Treas- 
urer, George E. Pratt; Executive Committee, F, D. Adams, 
J. W. Marden, Amos Pillsbury. 


Newport & Cincinnati Bridge.—At the annual meeting in 
Cincinnati, March 20, the following were chosen: President, 
Thomas D. Measler: Directors, Albert 8. Berry, D. 8. Gray, 
Wm. King, C. H. Kilgour, Ralph Peters, Wm. Ringo; Sec 
retary, 8S. T. Liggett; Treasurer, J. E. Davidson. 


Pennsylvania,—At the annual election, March 27, the old 
board was re-elected, as follows: George B. Roberts, Wistar 
Morris, Alexander Biddle, N. Parker Shortridge, S. M. 
Felton, Henry M. Phillips, D. B. Cummins, Henry D. Welsh, 
Alexander M. Fox, John Price Wetherill, Wm. L. Elkins, 
H. H. Houston and Wm. Thaw. 

The board re-elected Geo. B. Roberts President; Edmund 
Smith, First Vice-President; Frank Thomson, Second Vice- 
President; J. N. DuBarry, Third Vice-President ; John P. 
Green, Fourth Vice-President; John C. Sims, Jr., Secretary ; 
John D. Taylor, Treasurer. 


Pennsylvania Company.—Mr. James P. Orr has been ap- 
pointed Division Freight Agent of this company for the 
Hastern Division Pittsburgh, Fort Wayne & Chicago Rail- 
way and the Alliance, Niles & Ashtabula Railroad, vice J. 
8. Davison, resigned, Appointment to take effect April 2. 


Portage, Westbourne & Northwestern.—This compuny has 
elected officers as follows: President, Andrew Allen, Mon- 
treal; Vice-President, Duncan McArthur, Winnipeg, Man.; 
Secretary and Treasurer, F, H. Brydges, Winnipeg. 


THE RAILROAD GAZETTE. 


Spring Grove, Avondale & Cincinnati.—At the annual 
meeting last week the following directors were chosen: G° 
L. Barringer, P. 8. Dudley, Gabriel Netter, Charles Rice, 
John Ryan. The board elected John Ryan President; Chas. 
Rice, Secretary and Treasurer. 


Texas, Topolovampo & Pacific.—This company has elected 
directors as follows: Benjamin F. Butler, E. W. Cushing, 
Frederick O. Prince, George W. Simmons, Boston; U. S. 
Grant. Jr., Elisha A. Butk, New York: Benjamin R. Car- 
man, O. K. Owen, Philadelphia; J. H. Rice, A. R. Shepard, 
Washington; Joseph E. Brown, Atlanta, Ga.; David M. 
Yulee, Fernandina, Fla.; W. K, Rogers, Cincinnati; Charles 
M. Loring. Wm. Windom, St. Paul, Minn.; Ramon Fernan- 
dez, Ignacio Pombo, F. M. de Prida, Mexico. The board 
elected Wm. Windom President. 


Toledo, Cincinnati & St. Louis.—Mr. E. E. Dwight has 
been appointed General Manager, in place of T. A. Phillips, 
resigned. Mr. Dwight was formerly on the Cincinnati, 
Hamilton & Dayton, and more recently Superintendent of 
the Western Division of the New York, Chicago & St. 
Louis, 


Trunk Lines Commissioner.—Mr. 8. F. Pierson has been 
appointed Assistant Trunk Lines Commissioner and_ will 
have charge of the Passenger Department, from which Com- 
missioner Fink asked to be relieved some time ago. 


Union Pacific.—Mr. John Wilson is appointed Superin- 
tendent of Motive Power and Cars, with office at Omaha, 
Neb., to date from April 1,in place of John McKenzie, re- 
signed. 

Western, of Alabama.—The following directors have been 
chosen: J. H. Hamilton, Thomas G. Jones, C. H. Phinizy, 
W.G. Raoul, Henry C. Semple, Milton H. Smith. The 
board elected L. P. rant, President; M. H. Abbott, Secre- 
tary and Treasurer. 


Wisconsin Central.—Mr. Wm. A. Short is appointed Mas- 
ter Mechanic in place of J. B. Henny, resigned. 


Woodruff Sleeping & Parlor Coach Co.—At the annual 
meeting last week the following were chosen: President, 
Frank Rabm; Vive-Pgesident, James Irwin; Directors, 
James H. Hopkins, W. G. Johnston, J. M. McClintock, E 
Poulson, E. J. Unger, Henry Whelen; Secretary and Treas- 
urer, Augustus Trump. 


PERSONAL. 


—Major M. Beatty has resigned his position as Assistant 
Superintendent of the Georgia Division of the East Ten- 
nessee, Virginia & Georgia road. 

—Mr. W. E. Lewis has resigned his office as General 
Superintendent of the Cleveland, Youngstown & Pitts- 
burgh road, to accept a similar position on the Mexican 
National road, with headquarters in the City of México. 
Mr. Lewis is a competent railroad man of long experience, 
and leaves many friends in this country. He was for sev- 
eral yearsa train dispatcher on the Erie, afterward for 
eight years Superintendent of the New Jersey Midland, 
which road he left two years ago for the position he has 
just resigned. 


—Mr. H. B. L2dyard, Generali Manager of the Michigan 
Central road, has published the following notice : ‘‘ Dr. D. 
O. Farrand, Surgeon-in-Chief of this company, died at De- 
troit, Sunday, March 18. He employed the high qualities 
of his heart and mind in the duties of the important and 
responsible position which he held. Eminently skiliful in 
his profession, his genial nature and tender sympathy with 
the suffering won for him the respect and love of all with 
whom he came in contact. In his death the company loses 
an esteemed and faithful officer and his as3ociates a cher- 
ished friend.” 





TRAFFIC AND EARNINGS. 
Railroad Earnings. 


Earnings for various periods are reported as follows: 
Two months ending Feb. 28: 








88%. 1832. Inc. or Dee. P-_e. 

Central of Georgia........ $615,700 $602.739 I. 842,961 71 
Chi. & West Michigan..... 197,173 219,943 D. 22,770 104 
Marquette, Hought. & Ont. 36,203 48,u8L D. 24.7 
Norfolk & Western..... Be s2 818,231 LL. 23.1 
Net earnings......... 120,075 I. a J 





Oregon & California...... 139,79) _........ 














Pennsylvania..............+ 6,630,051 I. 961,501 144 
Net earnings............ 2,143,867 I. 653,865 303 
Phila. & Reading.......... 3, x 2,793,496 I. 2€9,141 9.6 
Net earnings...... 1,301,437 1,000,095 I, $01,312 80.1 
South Carolina............. 279,191 252,240 IL. 26,951 10.7 
Month of January: 
N. Y., Lake Erie & West.. $1,524,869 $1,318,996 I. 205,873 15.6 
ot . rr 304,577 182,783 I. 121,79 66.6 
Oregon Improvement Co. Bre cove 
Net earmings............. See: |. wetsaiers 
Union Pacific te 1,9.6,535 2,186,020 D. 
Net earning 901,622 769,481 I. 
Month of February : 
Central, of Georgia........ $234,500 $269,953 I. 
Net earnings aidan Gnbee 324.043 41,114 I. 
Chi, & West. Michigan..... 100,473 114.815 D. 
Marquette, Hought. & Ont. 17,000 22,640 D. 
Norfolk & Western........ 191,345 149,659 I. 
Net earnings ...... ..... 74.499 52,033 L. 
Oregon & Ca.ifornia ..... 57,346 aah eee cia 
Philadelphia & Reading... 1,453,862 1,299,421 J. 163,441 
Net earnings......... . 626,095 416,002 i. 210,203 
Pennsylvania........ ....+ 3,712,195 3,316,730 LL 45,4065 
Net earnings............. 1,336,674 1,079.601 T 257 O73 
South Carolina .... ...... 49,758 126,773 22,98 
Vicksburg,Shreveport&P. 5 9,373 2,770 I 6,693 


Third week in March: 





$163,148 25.282 : 
Chi. & Eastern Illinois 34,484 6 A 
Chi., Mil. & St. Paul... 495,000 135,755 37.8 
Chi. & Northwestern. . 474,800 101 $00 27.6 





Denver & Rio Grande..... 122,700 128/700 10.0 0.3 





Hrs Rorre sm 


Louisville & Nashville..... 254,000 12,169 5.0 
Missouri Pacific lines...... 732,249 218.894 42.6 
Northern Pacific........... 149,100 +28 64,850 77.2 
St. L. & San_Francisco.... 80,200 63,900 16,300 25.5 


Month of December: 1882. 1831. 





Cregon Improvement Co.. See” hcascuss Shh iele 
Net earnings............. co eee ee 
St. John & Maine.... ..... 12,540 $12,409 I $140 1.2 
Net earnings......... *) 552 eC aadanes 
* Deficit. 
Grain Movement. 


For the week ending March 17 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern 
markets and receipts at the seven Atlantic ports ave been, 


in bushels, for the past seven years : 

‘ Northwestern Northwestern Atlantic, 
Year receipts shipments. receipts. 
ME kG bad An naceesnahaue 1,290,556 670,822 1,450,695 
MM cas nan cadena ssaeeeres 2,728,322 1,830,874 4,041,054 
Miiea” ‘dseuiwes,"aqurcet 2,811,876 2,371,995 4,624,474 
ERS Ser ty eee ee 4,302,860 3,694,550 4,737,406 
0 Sere ere 3,640,937 2,549.409 4,122, °42 
i cntiieohixasbnenn: seve 1,968,778 2,234,242 1,116,052 
elie ape 6,023,365 3,654,311 4,447,651 


The receipts of the Northwestern muarkets for the week 
were larger than in the corresponding week of any previ- 
ous year, and three times as much as last year. Thev were, 
however, a trifle less than the week befure and 508,000 
bushels less than the week to March 3. 

The shipments of these markets for the week were a trifle 








Jess than in the corresponding week of 1880, but larger 
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than in any other year and 1,420,000 bushels (64 per cent ) 
more than last year. They were, however, 807,000 bushels 
tess than the week before, and smaller, also, than two weeks 
before. <A large part of the decrease was in the Mississippi 
River shipments, which were 423,120 bushels, or 11.6 per 
cent. of the total. 

The Atiantic receipts were exceeded in the corresponding 
week of 1879 and 1880, but were nearly four times as large 
as last year. They were 208.000 bushels more than the 
week before, 418,C00 bushels less than the week before that, 
and larger than in any other week since November, and 
with one exception in November larger than in any other 
week since September. 

While in the total Northwestern receipts there was a de- 
crease of 51,500 bushels compared with previous week, at 
Chicago ther was a decrease of 208,500, at Toledo 1,207.- 
000, and at Detroit 126,000, while at St. Louis there was 
an increase of 321,000 and at Peoria 165,500. The St. 
Louis receipts are the largest since August. They 
were equaled in five weeks of July and August last 
year and in two of July, 1880, but in no other 
weeks. St. Louis has not so far this vear received 
an unusual proportion of the grain—just 20 per cent. of the 
total going to the Northwestern markets, against 21.1 last 
year, 28.7 in 1881, and 25.4 in 1880, Last week its pro- 
portion wus 24.2 per cent. Corn forms 73 per cent. of the St. 
Louis receipts, and but 54 per cent. of the total] receipts. 
The largest receipts of wheat were at Toledo. 

Of the exports of the week amounting to 3,374.348 
bushels, no less than 762,587 bushels went from New 
Orleans, probably a larger quantity than ever before. Two- 
thirds was corn. 

For the week ending March 21 exports for three succes- 
sive years have been: 

1881. 1882. 1883. 
Flour, bbls............ | 108,896 67,485 73,581 
Grain, bu .. 3,786,665 1,188,979 3,603,709 

The grain exports were tke largest for a long time, but 
the St. Louis exports were extraordinary small. 

Flour and grain exports from the whole United States in 
February were: 





1883. 1882. Increase. P.c. 

Flour, bbls...... 902,623 5 .6,499 376,134 71.4 

Wheat, bu...... 5,666,035 5,818,183 347,852 6.5 

COGN; DAs cic ce. 5.382.959 2,482,350 2,900,619 116.8 

Other grains, bu. 134,493 96,859 38,134 29.2 
Flour and grain 

RAPES 15,245,845 10,286,627 4,979,208 47.9 


Value........... $15,773,009 $11,175,193 $4,597,812 4i.1 
Wheat and flour together were equivalent to 9,727,883 
bushels this year, against 7,687,428 last year. Nearly half 
of the wheat went from the Pacific coast, but only about 
one-seventh of the flour. Baltimoreled in corn exports. 
Coal. 


Coal tonnages for the week ending March 17 are reported 
as follows : 


1883. 1882. Ine. or Dec. P.c. 
ET 462,298 379,257 I. 83,041 21.9 
Semi-bituminous ..... ... 96,714 97,513 1. 4,201 45 
Bituminous, Penna... .. 58,803 53,356 1. 5,447 10.2 
CPG, II sc nct etc nens 50,161 64,493 D. 14,332 22.2 


The anthracite trade is quiet, with a fair demand, and 
prices not so much below the lists as they have sometimes 
been. 

The tidewater market for semi-bitumious coals is extreme- 
ly dull, and there is very little doing, although prices are 
fairly maintained. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending March 17 was as follows : 


From other 











Line of road. roads Total 

OS ee ee 133,473 43,923 177,396 

RIOD ncn dak:c as 4000660605 41,809 8,352 50,161 
IE a6 ,cmiss meee 175,282 





The total tonnage this year to March 17 was 2, 
tons, against 2,290,551 tons in 1882, an increase of 245,983 
tons, or 10.7 per cent. 

That the immense piles of culm or coal dust which gather 
around a colliery are a source of positive danger, as well as 
an inconvenience, is shown by the following from the Potts- 
ville Miners’ Journal of March 23: 

‘*There are at present three large culm banks on fire in 
this county that have been in this condition only since the 
first of the year. Fire was discovered Tuesday on the dirt 
bank at Kobinoor colliery, Shenandoah. The fire has as- 
sumed large proportions already and, judging from this, 
must have been burning for some time. The work of ex- 
tinguisbing it was begun as soon as the fire was discovered. 
The outcrops of the Mammoth and Buck Mountain veins 
underlie the bank ani apprehensions are entertained that 
the fire, if long unchecked, may be communicated to these. 

‘*The culm bank of Dund’s colliery, a small operation near 
Minersville, has also lately been on fire and necessitated the 
stoppage of the colliery for ten days. The colliery is ex- 
pected to resume operations to-day. 

‘* The dirt bank of Heaton’s colliery, at Raven Run, has 
been blazing for a couple of months or so, for all efforts to 
extinguish it have been futile. The flre has increased though 
a 10-in. stream of water has been directed against it for 
weeks. Unless its advance is soon checked, it will be neces- 
sary to remove the dirt plane to prevent its destruction.” 

Cumberland coal shipments for the week ending March 
24 were 44,013 tons. The total shipments this year to 
March 24 were 403,051 tons. 

The voal tunnage of the Chesapeake & Ohio Railroad for 
the two months ending Feb. 28 was as follows : 





1883 1882. Ircrease. Pc 
Rs oconctnavicheruarea meee 144.491 123,344 21,147 17.2 
RR a:k6 ceed 52bsbesacsen- xe 19,441 18,020 1,421 7.9 
on Rag Oe 163,932 141,364 22,568 16.0 


The coal this year included 4,711 tons cannel, 23,048 tons 
splint and block, 51,294 tons of gas coal and 65,438 tons 
New River coal. 

Petroleum. 

The production of the Pennsylvania and New York oil 
wells in February is given by Stowell’s Petroleum Reporter 
as follows, in barrels of 42 gallons: 


1883. 1882. Ine. or Dec. P.c. 
Production.... ...... 1,756,188 2,131,332 D. 375,144 17.6 
Shipments ........... 1,250,824 1,787,900 D. 537.085 40.1 
Stock, Feb, 28........35,692,480 27,059.611 I. 8,632,869 31.9 
Producing wells. .... 17,300 18,600 D. 1,360 6.9 


The production was exceeded in every month of Jast year 
except December, in every month of 1881 except January, 
and in every month in 1880 except January. Of 
the total production the Allegheny District in New 
York furnished 19.1 per cent.; the Bradford District in 
Pennsylvania, 56.0 per cent.: the Middle districts 12.4 per 
cent., and the Southern districts, 12.5 per cent. 

The shipments were greater than in December last, but, 
with that exception, have been exceeded in every month 
since February, 1881. 

The stock on hand reported is all in the pipe lines. The 
increase in stock during the month was 505,364 barrels. 

During the month there were 126 new wells completed, 





whose average daily production was 1,866 barrels each. 
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There were 21 dry holes reported during the month, and on 


Feb. 28 there were 151 new wells reported in progress. 
The shipments during the month were as follows: 











Per cent. 

Barrels. of total. 
i, * oO. eee 490,701 39.2 
NR oid sepia <iicnanc cc Geena | Aewwa 108,884 8.9 
ES SE GaP SRE) oh 8 BOE 27.075 2.2 
SUING: scininees\. cees-oasoamek Run 324,042 25.9 
bittsburgh... 36,761 2.9 
ee ee ree ee .. 142,571 11.4 
Refined at Creek refineries................ 120.790 9.7 


TRIG sock cc tvsnasedcxtandoe haewede 1,250,824 100.0 
Shipments of oil refined at Creek refineries (reduced to its 
equivalent in crude) were: New York, 46,147; Philadelphia 
151; Baltimore, 627; Boston, 17,263; local points, 56,60z ; 
total, 120,790 barrels. Of the total shipments from the 
— 374,648 barrels were by rail and 876,176 by pipe 
ine. 
New Orleans and Liverpool Steamer Line. 

Though many steamers take cargoes of cotton from New 
Orleans to Liverpool from time tc time, there has been till 
lately no regular line between the two places. Now Messrs. 
thomas & James Harrison dispatch a steamer fortnightly 
by this route, and offer to put ona weekly steamer if busi- 
ness enough is offered to make it pay. They complain that 
the voyage from Liverpool does not pay, which is easy to 
understand, because New Orleans does not import much, 
but get its imported goods chiefly from New York. Mr. 8. 
Frink, Manager of the organization of merchants known as 
the St. Louis Freight Bureau, calls the attention of St. Louis 
shippers to this line, and suggests that they give it their 
support. It would doubtless be of considerable advantage to 
New Orleans and the river route to have a regular weekly 
line, so that exports or imports of small quantities could be 
made at any time and without chartering a vessel. But the 
heavy cotton exports of New Orleans bring there a great 
many vessels at certain times of the year, which are likely 
sometimes to accept very low rates for grain and some 
other freights, in order to make out a load, so that it may 
often be cheaper to ship by them than by the regular line; 
and then there is the difficulty of a lack of imports and of 
passengers. 

Pacific Through Freights. 

Shipments of through freight eastward from California in 
February were 8,226 tons, of which 5,900 tons were from 
San Francisco aud 2,326 tons from interior points. The 
Central Pacific carried 3,719 tons, or 45.2 per cent., and the 
Southern Pacific 4,507 tons, or 54.8 per cent. of the whole. 
Leading items of freight were 1,388 tons wool, 709 tons 
sugar, 602 tons rice, 560 tons lead and 508 tons of beans. 

Weighing Freight in Chicago. 

At a meeting of representatives of the freight departments 
of the lines running eastward from Chicago, held in that 
city March 21, an application was presented by the Ship- 
pers’ & Receivers’ Association to be allowed official weigh- 
masters at the railroad companies’ scales. The Association 
claimed that the business of its members was seriously em- 
barrassed by the present method of weighing east-bound 
freight. After some discussion it was decided not to grant 
the application. The railroads are now making arrange- 
— to secure the correct weighing of all east-bound 
freight. 

Kansas Passenger Rates. 

A meeting of general managers and passenger agents was 
held in Kansas City, Mo., March 25, to discuss the law recently 
passed, which fixes 3 cents per mile as the maximum rate of 
fare allowed to be charged for passengers. The Missouri 
Pacific, the Atchison, Topeka & Santa Fe. the St. Louis & 
San Francisco, the Union Pacific, and the Kansas City, Fort 
Scott & Gulf were represented. The whole question was 
generally discussed, and it was decided to comply with the 
law in every respect and to issue another rate-sheet at once. 
Beyond this nothing was done, and the meeting adjourned. 

Provision Exports. 

Provision exports continue very light. For February and 
the four months ending, the Bureau of Statistics reports: 

February; 18833. 1882, Inc. or Dec. P. c. 
Beef and tallow, Ibs. 17,193,009 14,869,866 I. 2,323,203 15. 
Hog products, lbs.... 68,215,785 72,032,555 wv. 3,816.770 


ore 
we 


85,408,854 
8.998.479 


86,902,421 D. 1,493,567 
8638165 I. $360°314 


, 
Wins pa cieane 

Four months: 
Beef and tallow, lbs. 59,381,437 60,578,536 D. 1,197,099 
Hog products, Ibs...285,370,548 341,973,829 D.56,603,281 1 


~_— 
wn 


Bie 
ne 


Total, lbs.... 344,751,985 402,552,365 D.57,800,380 14.4 
Value................$386,959,769 $40,623,311 D.$3.663,542 9.0 

It must b2 borne in mind that the exports last year were 
the lightest for several years. 

The exports of dairy produce for the ten months ending 
with February were: 

1882-83. 1881-82. Decrease. P. c. 

Pounds. pale eaiboeien 96,744,775 143,976,744 47,231,969 32.8 
be CO Acre ran $11,333,139 $16,942,928 $5,609,789 33.1 

There probably has been no decrease in the production of 
butter and cheese; on the covtrary, the Department of Agri- 
culture reports an increase inthe number of milch cows. 
The decrease in exports is probably due to an increase in the 
home consumption. 


' 


Ticket Commissions in San Francisco. 

Mr. T. H. Goodman, General Passenger Agent of the 
Central Pacific, has just issued a circular to connecting 
roads regarding the evils of paying street commissions in 
San Francisco by the agents of Eastern roads in that city. 
Mr. Goodman says he received a short time ago the follow- 
ing telegram from the General Passenger Agents of the New 
York trunk lines : 

“The trunk lines are of the opinion that the payment of 
street commissions in San Francisco should be abolished, and 
that you be authorized to discontinue the sale of tickets 
over any trunk, or intermediate lines continuing to pay such 
commissions after a date to be named by you, provided also 
that you will protect us as against contrary action on the 
yart of competing lines. We understand that the Grand 
frunk Railway concurs in this proposition, and we will be 
obliged if you will take this matter into your own hands and 
regulate it.” 

Mr. Goodman then quotes another telegram from the 
General Passenger Agent of the Grand Trunk concerning 
the above. Mr. Goodman goes on to say that having re- 
ceived similar requests from the General Passenger Agents 
of other Western and Eastern roads, he will name some fu- 
ture date to put the request into effect. In an explanatory 
letter Mr. Goodman stated that the payment of street com- 
missions in San Francisco cannot be made chargeable to any 
officials or employés of the Central Pacific, and was not in- 
augurated, fostered or maintained by that company. On 
the receipt of the above-mentioned telegrams he inferred 
that all lines would approve the suggestions made for settle- 
ment of the trouble, But some make their acceptance condi- 
tional, while one road has protested against the proposition 
to cut off the commission business. On this account he (Mr. 
Goodman) decided to postpone action, He also states that 
the Southern Pacific business, which pays no commission, is 


liable to great injury by the continuance of the commission 
system, which might be utilized by cut rates, as the South- 
ern Pacific lines have no agents in San Francisco. He sug- 
gests the appointment of a Commissioner or Arbitrator to 
whom all questions of doubt or difference regardifig this 
matter may be referred fur adjudication, as he could not 
himself give the necessary time for the examination of cor- 
respondence and the data incidental to such cases. 





RAILROAD LAW. 
Consolidation in Connecticut. 
The Connecticut House has passed the bill permitting 
railroad companies in that State to consvlidate with com- 
panies in adjcining states. The original object of the bill was 
to permit the new Hartford & Harlem Co, to consolidate 
with the New York corporation of the same name, but it is 
general in its terms. 
The bill contains a clause forbidding the consolidation of 
parallel and competing roads. It also contains a clause au- 
thorizing the issue of bonds by companies consolidated 
under its provisions. 
Tennessee Railroad Commission. 
The Tennessee Senate has passed the bill providing for a 
railroad commission of three members, with large powers 
of regulation, very similar to those of the Georgia Commis- 
sion. The first commissioners are 10 be appointed by the 
~ ge ga but their successors are to be elected by the peo- 
ple. + paibe, ree rtieey, ee 

OLD AND NEW ROADS. 

Atlantic & Pacific.—Track on this road is now laid to 
a point 513 miles westward from Albuquerque, N. M., the 
end of the track being now 49 miles beyond the point last 
noted and 64 miles west of Yampai, Arizona. The work is 
progressing steadily towards the Colorado River. 





Boston & Maine.—At the special meeting in Lawrence, 
Mass., March 28, the stockholders voted to ratify the agree- 
ment for the lease of the Eastern Railroad by a vote of 
42,563 shares in favor to 95% opposed. 


Boston & Maine and the Eastern.—Mr. Charles 
Francis Adams, Jr., in a letter showing the advisability of 
a practical consolidation of the Boston & Maine and the 
Eastern railroads, says: 

“So far as the public is concerned the tendency, both of 
feeling and legislation, in respect to railroad development, 
is perfectly well defined. The proposed consolidation of 
these two roads is in direct accordance with it. That ten- 
dency is to look upon a railroad war as upon any other war, 
and upon a railroad peace as upon any other peace. The 
war is a wasteful, uncertain, semi-barbarous means of 
reaching a desired result. In place of it a system of regula- 
tion and arbitration is being rapidly developed. The rail- 
road companies are allowed to grow and assume such forms 
as may be made convenient by the needs of work they have 
todo. The community relies for protection to its rights on 
governmental machinery, specially devised for the purpose. 
In the face of what every one who chooses can see, it is 
mere foolishness to say that this reliance amounts to noth- 
ing. Never was our railroad service so good, so uniform, so 
generally regardful of the just rights of the people, as it is 
at this time. It will unquestionably be a great deal more 
soin the future than it isnow. But if it is to be so, the 
improvement will come in the future, as it’ Las heretofore, 
through just such measures of development as that now 
proposed in the case of the Eastern and the Boston & Maine.” 


Central, of Georgia.—This company’s statement for 
the month of February is as follows : 





Gross earnings....... asian sececces $334,500 
EE Ces vacueescacshsqane. 4405ehi pane ¥eek eo uoesbaTee . 210,457 
Net earnings..... Lckv. cos eekveak decnbhattehelinos $124,043 


Per cent. of expenses. .. safc ROAR, biped saintdewtles 62.92 

As compared with February, 1882, there was an increase 
of $64,547, or 23.9 per cent., 1n gross earnings; a decrease 
of $18,382, or 8,0 per cent., in expenses, and an increase of 
$82,929, or 202.2 per cent., in net earnings. This is a very 
good showing. 


Central Ilowa.—On the Peoria & Farmington Division 
of this road in Illinois, track is now laid to Keitbsburg on 
the Mississippi River, 26 miles west by north from the late 
terminus of the Monmouth, and 92 miles from the eastern 
terminus at Peoria. At Keithsburg connection will be made 
by ferry with the Iowa Division of the road, which is not 
yet completed to the river. 


Central Vermont.—The Boston Advertiser of March 
28 savs: “In the United States Circuit Court, at Burling- 
ton, Vt., yesterday, the celebrated Vermont Central Rail- 
road litigation was brought to an end. In the case of Fran- 
cis A. Brooks and others, holders of first-mortgage bonds, 
against the Vermont Central Railroad Co. and others, a 
decree of foreclosure was entered by arrangement between 
the litigants, and the other cases, eight in number, were 
discontinued. The cases have been in the state and Federal 
courts nearly 30 years. The amount due Mr. Brooks and 
his associates is $1,500,000, and Judge Wheeler entered an 
order allowing the Vermont Central to pay an instal- 
ment of $500,000 in 10 days and the _ balance 
in six months; also allowing the _second-mort- 
gage bondholders to pay #500,000 in 12 days, and 
the balance in six months and two days. Of course 
this equity will not be redeemed, and the first-mortgage 
bondholders will take possession of the railroad property 
and organize a pew company, in accordance with the plan 
of reorganization already published. This substantial end- 
en Fo the long pending troubles enables the Advertiser to 
publish facts which have been in its possession for several 
days, but have been withheld because of the pendency of the 
matter in the court. The negotiations have been in progress 
since last November, when a proposition was made to Mr. 
Brooks to purchasé“,is bonds and to secure a foreclosure by 
agreement, as has just been done. The assent of the various 
classes of securities was obtained to the reorganization 
scheme already detailed in these columns, and, after many 
attempts, a form of morigage satisfactory to all parties in 
interest was adopted. Mr. Brooks, deeming some of the 
terms unfavorable to the interests of the Vermont & Canada, 
resigned as President and director of that company, as 
already stated, and Colonel Albert Clarke was 
elected President. Meantime the possession of Mr. 
Brooks’ bonds was necessary to the carrying out of the fore- 
closure by the Central Vermont managers, and the negotia- 
tious to secure them under the terms at first proposed having 
failed, a new basis for the transter was formulated, and 
several interviews were held between ex-Gov. J. Gregory 
Smith, President of the Central Vermont, Mr. Brooks and 
the counsel for both parties. At last a settlement was 
reached near the end of last week, and Gov. Smith pur- 
chased botk the Vermont Central bonds and the Vermont & 
Canada stock owned by Mr. Brooks. This cleared off all 
obstacles to the completion of the reorganization, and yes- 
terday’s decree of foreclosure was the result. The Central 





Vermont managers will now obtain by the foreclosure of the 
mortgage of the property on both roads a clear title, and 









































































































will organize a new corporation to which the franchise and 
Pp rty of the consolidated line will be transferred, and 
will probably continue to operate the roads under a lease 
from the new companies.” 


Chattaroi.—It is reported that this road bas been sold to 
parties who purpose extending it from its present terminus 
at Peach Orchard, Ky.. southward about 100 miles to a con- 
nection with the Norfolk & Western road. The extension 
will be through a very rugged and difficult country. It is 
said tbat the same parties are negotiating for the control of 
the Cincinnati & Eastern road. The ttaroi road now 
runs from Ashiand, Ky., on the Ohio River, south to Peach 
Orchard, 43 miles. 


Chicago & Atlantic.—It is announced that tbrough 
freight trains will begin to run over this road (the Erie’s new 
line to Chicago) on April 2. Through passenger trains will 
not be put on for a month yet. 


Chicago & Eastern Illinois.—In the suit in which the 
validity of the foreclosure sale of the Chicago, Danville & 
Vincennes road is announced, Judge Blodgett, at Chicago, 
March 14, decided against the motion, made in the interest 
of the old company, to restore the property to the Receiver 
of the Danville Company, who has never been discharged, 
holding that the judgment of the United States Supreme 
Court, reversing the decree of foreclosure, did not neces- 
sarily divest the Chicago & Eastern Illinois of the title to 
the property, and that it has the right to be heard ; that 
the property was abundant to satisfy all that was due 
under the first mortgage, and that therefore there was 
not sufficient cause for appointing a receiver. The Court 
also overruled a motion to refer the case tothe Master to 
ascertain and report the amount of interest due on the bonds 
as premature. It made the same disposition of a motion to 
strike from the files a cross-bill of the Chicago & Eastern 
Illinois in which it asks for a decree iu its own bebalf, on the 
ground that it was a bona fide purchaser without notice. On 
this point Judge Blodgett said: 

‘If the Chicago & Eastern Llinois wasa béna fide pur- 
chaser it had the right to a decree removing whatever claim 
the old corporation or the holders of incumbrances and mort- 
gages made by the old corporation might apparently bave 
on the record as a cloud on the title of the present parties in 
possession. There was some ground shown for affirmative 
relief, and the cross-bill would accordingly be retained.” 


Chicago, Rock Island & Pacific.—This company 
has published the following statement for the ten months of 
its fiscal year from April 1 to Jan. 31: 





Gross earnings (ten months)..... ......6- cceeeeeeeces $10,090,621 
Working expenses (57.51 per cent.)..... 0 -....-.-.-+-- 5,803,618 
eG CRE. ki sdcxcigesses b(iiindinabiaseaee $4,287,003 
Interest and rentals, ten months....... .-.......--.00005 1,127,000 
DONS, icchinnstened een eases iowa apaadoeael $3,160,003 
Add Land Department receipts ...............4...50+5 . 440,000 
Total surplus, ten months............ .. $3,600,003 


This surplus is equivalent to 8.57 per cent. on the capital 
stock. The dividends paid have been at the rate of 7 per 
cent. 


Chicago, St. Louis & Pittsburgh.—The following 
general notice circular from W. L. Scott, President, is 
dated Indianapolis, March 21: ‘:The Chicago, St. Louis 
& Pittsburgh Railroad Company having duly acquired 
title to the property formerly owned by the Columbus, 
Chicago & Indiana Central Railway Company, will on 
April 2 take possession of that property, and thereafter 
operate the same. * * * 

‘* Communications relating to the business of the company 
will be addressed to the officers (a list of whom is given 
elsewhere) in their respective departments, Exchanges of 
securities, under the plan of reorganization adopted for the 
company, will be made at its New York office, No. 160 
Broadway, and communications relating thereto can be 
addressed to the President, Treasurer, or Assistant Secretary 
at that place.” 

The officers appointed are all officers of the Pennsylvania 
Company and the Pittsburgh, Cincinnati & St. Louis, so 
that nochange is made in the management of the road, 


Cincinnati & Eastern.—The Cincinnati Commercial 
Gazette says: ‘‘A syndicate bas been formed which will 
ei the road in good shape, and place it beyond the danger 
ine, as it were. 

‘The syndicate will issue bonds to the amount of $2,000,- 
000 at 6 per cent., the — of which will be used in 
taking up the $500,000 first-mortgage and $300,000 second- 
mortgage bonds. The remainder of the new issue will be 
used in completing the road to Portsmouth, or beyond to 
Gallipolis. There are 29 miles yet to build before Ports- 
mouth is reached. The distance from Portsmouth to Galli- 
polis is 54 miles. The road will be made standard gauge at 
once. The members of the syndicate are: President McGill, 
General Manager Woodward, General Superintendent Wil- 
bor and other heavy holders of the Cincinnati & Eastern, 
who will be joined by Mr. E. W. Woodward and W. H. 
Clements; also by the principal bolders of Chattaroi securi- 
ties, which will induce Mr. John Carlisle and George Hafer 
to enter the syndicate. It is the intention to ultimately 
consolidate the Cincinnati & Eastern with the Chattaroi 
road, and extend the latter to the great ore-beds of North 
Carolina and to a connection with the Norfolk & Western, 
which will give Cincinnati another deep-water connection. 
The stocks and bonds of the Cincinnati & Exstern will be 
sold in blocks, with a percentage of stock as a bonus.” 


Cincinnati, New Orleans & Texas Pacific.—This 
company, operating the Cincinnati Southern road, has 
made an agreement with the Louisville & Nashville Co, to 
run both freight and passenger trains between Louisville 
and Chattanooga, the connection being made at Danville 
Junction, Ky., where the Knoxville Branch of the Louis- 
ville & Nashville crosses the Southern road. This route 
makes the distance from Chattanooga to Louisville 312 
miles, or 23 miles less than from Chattanooga to Cincinnati. 
It is alsothe most direct line from Louisville to Chatta- 
nooga, being 24 miles shorter than the route by way of 
Nashville. The agreement has made a good deal of talk in 
Cincinnati, where people complain that it is giving Louis- 
ville all the advantages which Cincinnati has spent so much 
to secure. 


Cincinnati Northern.—The stockholders of this com 
pany met in Cincinnati, March 24, and voted to ratify th 
consolidation of the company with the Toledo, Cincinnati & 
St. Louis. The terms of the consolidation have not been 
made public. Complaint is made by some of the stockbold- 
ers that no proper notice was given of the meeting, and 
that the hour and place of meeting were not given, so that 
they were unable to find out anything until after the meet- 
ing was over. 


Cincinnati, Washington & Baltimore.—Tbe con- 
tract for the sale of the Cincinnati & Baltimore road to this 
company has been ratified, in accordance with the plan of 
reorganization. The Cincinnati & Baltimore road, which 
has hitherto been leased, forms the entrance of the road into 





the city of Cincinnati. 
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Cleveland, Tuscarawas & Wheeling.—The special 
master appointed on the application of Clement Russell, of 
Massillon, is now employed in taking testimony as to the 
$628,000 bonds alleged in Mr. Russell’s complaint to have 
been illegally issued. It is charged that these bonds were 
ie oy to secure a loan of $210,000, and that they were 

nally sold for the amount of the loan and interest. The 
Court has confirmed the sale of the road under foreclosure, 
as already noted, and it has been transferred to the Cleve- 
land, Lorain & Wheeling Co., organized by the purchasers. 


Council Bluffs & Northern.—This company has been 
organized to build a railroad from Council Bluffs, Ia., north 
by east to Storm Lake on the Illinois Central, about 100 
miles. 

Eastern.—At the special meeting in Boston, March 28, 
the stockholders ratified the lease of the road to the Boston 
& Maine Co., by a vote of 35,267 sbares in favor to 1,060 
opposed. 

The stockholders also voted to accept the act authoriz- 
ing the issue of preferred stock in exchange for certificates 
of indebtedness. 


Grand Rapids & Indiana.—At a meeting of the 
board of diie:tors held March 27, it was decided, in view of 
the suit begun by the Wennsylvania Railroad Co. to re- 
cover on the coupons which it bas paid for this company 
under agreement, tosuspend payment of all coupons until 
further orders from the board, cr until some order is made 
by the Court in the case. This decision wiil prevent the 
payment of the coupons due April 1 on the uvguarantecd 
tirst-mortgage bonds. 


Grand Trunk.—A special dispatch from London to the 
Toronto (Ont.) Globe says that the report of this company 
from Aug. 12, the date of consolidation, to Dec. 31 has been 
issued. he gross receipts as compared with those of the 
corresponding period in the previous year show an increase 
of 14 percent. The working expenses have decreased 6 per 
cent, 

The directors propose at an early date to invite subscrip- 
tions for £750,000 perpetual 4 per cent. debenture stock for 
the redemption of preference securities now maturing and 
to provide for other capital requirements. The President 
will submit at a meeting the views of the board respecting 
the consolidation of the debenture and other stocks of the 
company and the separation of contingent for the more im- 
mediate rights of the share capital. 


Illinois Midland.—Arguments and testimony are now 
being heard before a special master on the question of the 
validity of the receivers’ certificates, of which about $1,300,- 
000 have been issued. Their validity is questioned by some 
of the bondholders. 


Indiana, Bloomington & Western.—The back-pay 
claims, about which there bas been much litigation both 
before and since the sale of the road under foreclosure and 
its transfer to the present company, are now finally settled, 
with the exception of a few which have not been presented. 
The amount of these claims, which were assumed and now 
finally paid by the — company, was about $254,000, 
and over $244,000 bave been paid out. 


Indiana, Illinois & Iowa,—Track is now laid to 
Shelly, Ind., 6 miles eastward of Sugar Creek, the last point 
reported, 17 miles from Momence, and 79 miles from the 
Western terminus at Streator, Ill. Trains will soon run to 
Shelby, where connection is made with the Louisville, New 
Albany & Chicago. 


Iron Valley & Morgantown.—Work has been begun 
on this road, which isto run from the Baltimore & Ohio 
road nortbeast to Morgantown, W. Va., and thence north to 
the Pennsylvania line. 


Jacksonville & St. Augustine.—Track on this road 
is now laitl from the starting point on the St. Johns River 
opposite Jacksonville, Fla., south by east 20 miles. The re- 
maining 19 miles to St. Augustine are all graded, and it is 
expected that the road will be finished in another month. 


Kentucky Union.—Surveys are being made for the 
first section of this road, which is to extend from the Chesa- 
peake & Ohio near Winchester, Ky., to the Red-River Mills 
in Powell County. This section will be about 20 miles long, 
and will reach several large saw-mills. 


Lackawanna & Pittsburgh.—The consolidation of 
the Alleghany Central and tke Lackawanna & Pittsburgh 
companies, under the name of the Lackawanna & Pitts- 
burgh Railroad sg en was ratified by the stockholders 
of both companies March 24. The consolidated company 
has 62 miles of road completed, to which 58 mies more are 
to be added this season. Its main line will run from the 
New York, Lackawanna & Western, at Perkinsvilie, to 
Olean, The consolidated company will issue $1,500,000 
preferred stock, of which $1,000,000 will be exchanged for 
the present stock of the Alleghany Central. 


Lake Shore & Michigan Southern.—At a meeting 
of the board of directors in New York, March 27, it was de- 
cided to declare the usual quarterly dividend of 2 per cent. 
No statement of the operations of the road for the quarter 
was made public. 


Long Island.—This company has filed a mp for the 
extension of its road from the present terminus at Atlantic 
and Flatbush avenues in Brooklyn to the terminus of the 
East River Bridge approach. Tbe pu is to build an 
elevated road from the bridge to East New York. 


Louisville, Evansville & St. Louis.—Tbis company, 
whose line from New Albany, Ind., to Mount Vernon, Ill. 
and Evansville, was finished last year, asks its bondholders 
to fund their coupons for two years, in order that the earn- 
ings may be used to settle floating debt and buy equipment. 
Ther is chiefly owned in Boston. 


Louisville, New Albany & Chicago.—The Indian 
apolis & Chicago Air Line Division was opened for traffic 
through to Indianapolis on March.24. One passenger train 
each way is now run to do the local business, but a second 
passenger train will be put on as soon as the new cars or- 
dered are received. 


Manhattan.—Thbe New York Railroad Commissioners 
have begun an investigation into the actual cost of the ele- 
vated lines in New York now leased and worked by this 
company. Thus far they have been chiefly occupied in ex- 
amining the*officers of the Mew York Loan & Improvement 
Co., which built the Metropolitan Elevated lines. 


Michigan Central.—At a meeting of the board in New 
York, March 27, no dividend was declared, but the follow- 
ing resolutions were passed: 

** Wh reas, The agreement between the Michigan Central 
Railroad Co. and the Canada Southern Railway Co., under 
date of Dee. T2, 1882, provides for semi-annual accounts of 
the business of the two companies, and although the earn- 
ings of the two companies for the quarter ending March 31, 
1883, are sufficient to pay a dividend on their respective 
capital stocks, it is considered most advantageous to tbe in- 
terest of both companies that the dividends sbouid hereafter 
be paid semi annually; therefore, 

** Resolved, Tnat hereafter the dividends of this company 
be payable on or about Aug. 1 and Feb. 1 in each year.” 





| 
Morris & Phillipsburg.—This company has filed | 
articles of incorperation to build arailroad from a point 
on Moshannon Creek in Morris township. to a point near ! 
Beaver Runiu Decatur township, both in Clearfield County, 
Pa. ‘The road will be abcut 7 miles long. 


New York, Lake Erie & Western.—This company’s 
statement for January and the four months of the fiscal 
year from Oct.'1 to Jan, 31 is as follows: 


- January. Four months 
ee eee es re eS $1,524,869 $6,854,106 
Expenses ........... -o- 1,220,282 4,707,256 


$2,146,850 

63.68 
$433,566, 
$116,141, 
$317,425, 


Net earnings.... 
Per cent. of expenses.... 


pot hseegee $304,577 

Pers AP 80.02 

For the four months there was an increase of 
or 6.8 per cent, in gross earnings; an increase of 
or 2.5 per cent., in expenses, and an increase of 
or 17.4 per cent., in net earnings. 


New York, West Shore & Buffalo.—This company 
has made an agreement with the Delaware & Hudson Canai 
Co. for an ex hange of traffic, the running of trains be- 
tween New York and Saratoga and for the joint use of cer- 
tain terminal property in Albany. The negotiations gave 
rise to reports of a lease of the West Shore road to the 
Delaware & Hudson, which have been contradicted. 

Tracklaying has made considerable progress lately and it 
is though probable that one track may be completed from 
Weehawken to Syracuse by the end of April. 


Norfolk & Western.—This company’s statement for 
February and the two months ending Feb. 28 is as follows : 





February. Two months. 
NNR 50. <csaadusiwed: ob smeth oe caieneed $191,345 $391,832 
Ee 116.346 238,949 
_ Net earnings... ......... $74,999 $15°.883 
Per cent. of expenses..........2..c0000- 60.82 60.99 


For the two months there was an increase of 873601, or 
23.1 per cent., in gross earnings; of $40.793, or 20.6 per 
cent , in expenses, and of $32,808, or 27.3 per cent., in net 
earnings. 


Northern Pacific.—This company has bought two tracts 
of land iv St. Paul, Mina., comprising about 40) acresin all, 
which are to be used for freight stations and yards, eleva- 
tors, stock-yards and other terminal conveniences and for 
the erection of repair shops. A portion of the land will be 
reserved for a siaughter-house and packing-house. It is 
thought that the land wil be sufficient for all the necessities 
of the road for many years to come. 


_ Ogdensburg & Lake Champlain.—In the long pend- 
ing suit between this company and its connections through 
New Hampshire, the Northern (New Hampshire) Co. has 
fiied a cross-bill asking to have the old contracts reformed, 
in order that they may express the truc intent of the con- 
racting parties at the time they were made. 


Oregon Improvement Co.—The financial statement 
of this company for January and the two months of the 
fiscal year from Dec. 1 to Jan. 31 is as follows : 





January. Two months 
05h acaras Sek akin ds RA ae aia EEE $240,543 $511,752 
EE nn cicd 6. 5asescn ated eneeee 198,429 398,3U8 

WE ORI ooo. 0. dco aes. chen dois $42,114 $115,444 


For the two months there was an increase of $40,291, 
8.6 per cent., in earnings; an increase of $24,996 
6.7 per cent., in expenses, and an increase of $15,295, 
15.6 per cent., in net earnings. 


or 
or 
or 


Painesville _& Youngstown.—The _first-mortgage 
bondbolders have begun foreclosure proceedings, and have 
deposited their bonds with a committee, which is to conduct 
the suit 2nd to buy in the road. Negotiations are in pro- 
gress fur the transfer of the property after reorganization to 
parties in the interest of the New York, Chicago & St. 
Louis. The line will be changed to standard gauge, and will 
be used to form connections for Cleveland and to Pitts- 
burgh. 

The road is now of 3 ft. gauge, and extends from Fair- 
port, O., to Youngstown, 63 miles. 


Pennsylvania —The lease of the Philadelphia, German- 
town & Chestnut Hill road to this company has been rati- 
fied, and also the issue of $1,000,000 bonds on the leased 
road, to bear 414 per cent. interest aud to be guaranteed by 
the lessee. The road. on which work bas just been begun, is 
the first section of the Pennsylvania’s new line to Reading. 

At the annual election on March 27 all the old directors 
were re-elected without serious opposition, a few thousand 
shares being voted for a Mr. Parker. 

The company’s statement for February shows for that 
month, as compared with February, 1882, on all lines .east 
of Pittsburg and Erie: 

An increase in gross earnings Of...............00esceees 
An increase in expenses of ee 


$405,465 
148,392 
Net increase.... ere TT OL TEP, 
For the two months ending Feb. 28, as compared with the 
corresponding pericd in 1882, the same lines show: 
An increase of gross earnings Of... .....-...0.seeeeeees $961,501 
An increase in expenses of........ 2... 2 22.2... 2.2... 307,696 
Net increase . OE eC TE Ee 
All lines west of Pittsburg and Erie for the two months 
of 1883 show a surplus over all liabilities of $10,205, being 
a gain of $67,654 as compared with the corresponding period 
last year. 


Pennsylvania, Slatington & New England.—A dis- 
patch from Harrisburg, Pa., March 27, says: ‘‘On the sug- 
gestion of the Attorney-General], President Judge Simonton 
has awarded a writ of quo warranto against the Pennsyl- 
vania, Slatington & New England Railroad Co., returnable 
on April 23, The suggestion of the Attorney-General sets 
forth that the said company has claimed for the past year 
and yet claims, to have, without any lawful warrant within 
this commonwealth, the franchises, liberties and privileges 
of arailroad. Wherefore the Attorney-General suggests 
that the Court here award the commonwealth a writ of quo 
warranto directed to the Sheriff of Northampton County, 
summoning the company to appear here and show by what 
warrent it claims to have the franchises, liberties and privi- 
leges of arailroad. The same action has been taken in regard 
to the Delaware & Siatingtou Railroad Co., the writ to be re- 
turnable on the same day, April 23.” 

The hearing ir the equity suit to determine the rights of 
the two companies to the use of the track between Bangor, 
Pa., and Penargyl has been postponed from March 27 to 
April 5. 


Philadelphia & Reading.—The Special Master has 
filed his report setting forth the transfer of the property by 
the Receivers to the company. All property, money, etc, 
bas been turned over or accounted fur, except a balance of 
$17,534, which has been applied in paymeut of claims for 
which the vouchers had not yet been received in tbe or- 
dinary course of business. The Master will make a final 
report in relation to this balance. 











The final statement of the Receivers for February and the 


three months of the fiscal year from Dee. 1 to Feb. 28 is as 
follows: 














-——--February.———— Three months. 
Gross. Net. Net. 

Railrovd traffic....... . $1. $623,010 $2,133,167 
Canal traffic... ... ile *14 453 *55,834 
Steam collieries....... 18,545 66,249 
Richmond barges....::. *816 *5 545 
Total Railroad Co $1,453,862 $626.06 $2,140,047 
Coal & Iron Co. . 923,319 3,985 *13305 


$630,081 


$2,138,742 





SON ais iancs,s 
Total, 1882: 


Railroad Co 


. 416,092 1.870,706 
Coal & Iron Co 











Laelia tae diva 22 3564 152,406 
Total.. ... $433.656 $2,238,112 
*Deficit. 


This shows for both companies for Februory an increase 
in net earnings of $191,425. or 43.6 per cent., and for the 
three months a net increase of $115,630, or 5.7 per cent. 


Plymouth County.—Meetings are being beld to advo- 
cate the construction of this road, which istorun from the 
New York & New England at Readvil'e, Mass., through 
Stoughton, Brockton, Abington, Rockland and Hivogham to 
a connection with the Nantasket beach road. The tine will 
be about 30 miles long. 


Pontiac & Pacific Junction.—This company has 
placed iu London aun issue of first-mortgage bonds, guaran- 
teed by the Province of Quebec, at the rate of $20,000 per 
mile. Werk will soon be begun on the line from Ottawa, 
Can., to Pembri ke, which was partly graded last year. 


Pottsville & New York.—Arrangements are to be 
made to begin work shortly on this road. Itis to run from 
Schuylkill Haven, Pa., east by north to Lebigh Gap in Car- 
bon County, where it will connect with the Lebigt’ Valley 
road, The line will be avout 30 miles long, and will give 
the country about Pottsvilie an outlet independent of the 
Reading road. 


Richfield Springs.—A survey has heen cox pleted for 
this proposed road from Richficli Springs. N. Y., vorth- 
ward to the New York Ceutral at Fort Piaiv. ‘Che distance 
is 21% miles and a very goou rvuute bas been found, 


St. Louis, Iron Mountain & Southern.—The 
track on the White River Branch is now completed to 
Batesville, Ark., 26 miles westward from the junction with 
the main line at Kerrigan. Shipments of freight from 
Batesville, which is the centre of a cotton district, have been 
begun, 


St. Louis & San Francisco.—This company’s White 
River Branch is now completed and opened for business to 
Sparta, Christian County, Mo., 28 miles southward from the 
msin line at Springfield. The stations on the branch are 
Langston, Galloway, Cassidy, Ozark and Sparta. 





Schuylkill & Lehigh.—Arrangements had been made 
to begin a suit to foreclose the mortgage on this road, which 
is worked by the Philadelpbia & Reading Co. The rental 
is the net earnings of the road, and these have not been 
sufficient to pay interest. Itis now announced that a com- 
promise has been arranged, the bondholders agreeing to 
accept $600,000 new bonds in piace of the $1,000,000 present 
bonds, and the Pinladelphia & Reading Co. on its part agree- 
ing to pay 4°¢ per cent. on the reduced amount for interest 
up to May 1 next, and 4'¢ per cent. yearly thereafter. 


Securities on the New York Stock Exchange.— 
The Governing Committee of the New York Stock Exchange 
has put on the lists the following: 

Chicago, St. Paul, Minneapolis & Omaha, $756,000 addi- 
tional 6 per cent., 50-vear consolidated mortgage bonds, 
numbered 20,202 to 20,957, inclusive. 


Southern Pacific.—It will be remembered that the 
terrible accident at Tebachepi on Feb. 20 last was attrib- 
uted to the carelessness of the trainmen in leaving the train 
while the engine was detached. Patton. one of the brake- 
men, was indicted for manslaugbter, but his trial at Bakers- 
field, Cal., has just ended in his acquittal. 

Susquehanna & Southwestern.—This company has 
filed articles of incorporation in Maryland, to build from the 
Pennsylvania line suuthward to the Baltimore & Ohio at 
Hancock. It is the extension of a Pennsy)vania project. 

Texas, Topolovampo & Pacific —An engineer who 
has crossed Mexico on the proposed route of this railroad 
from the Rio Grande to the Pacific coast writes us that a 
practicable crossing of the Sierra Madre for a railroad with 
a l per cent. grade (52.8 ft. per mile) ata height, by the 
barometer, 7,625 ft. above the level of the sea. Before this 
reconnoisance it was not known that a crossing practicable 
for a railroad could be found. 

Union Pacific.—A dispatch from Boston.’ March 27, 
says: “The full bench of the Supreme Court is engaged 
to-day in hearing arguments on questions of law arising on 
the billin equity brougnt by the Union Pacific Railroad 
Company against the Credit Mobilier of America, for an 
injunction to restrain the Credit Mobilier from prosecuting 
a suit at law against the Union Pacific Company to recover 
a balance due the Credit Mobilier tor the coustruction of 
246 miles of the Union Pacific Railroad. The amount in- 
volved is $1,998,000, which was the sum agreed upon es a 
basis of a settlement of accounts between the two corpora- 
tions after the Credit Mobilier had finished building the 
road, and a further sum of $268,000, which was subse- 
quently found to be due tie Credit M»bilier. 

This company’s statement for January is as follows: 


9 





1883. 1882. Ine. or Dec. P.c. 

Earnings. ...... .... $1,$86.535 $2.186,020 $199,485 y.1 
Expenses.... .. - 1,084,913 1,418,059 D. 331,126 23.0 
Net earnings...... $901,622 $769,981 I. $131,641 17.1 


The expenses were 51.60 per cent. of gress earnings this 
year, against 64.78 per cent. in January of last vear. 

Utica, Clinton & Binghamton.—The Delaware, 
Lackawanna & Western Co., which has worked this line for 
several years as agent forth» Delaware & Hudson Cinal 
Co., lessee, will turn the road over to the latter company on 
April 2. 


Western Union Telegrapb.—In the Reiff suit to en- 
join this company from completing the lease of the Murnal 
Jnion Telegraph lines, the New York Superior Court has 
given a decision which is, in effect, that the lease is nut 
iHegal, but that it should have been ratified by the stock- 
holders at a meeting called for the purpose, instead of by 
assents in writing. The preliminary injunction is there- 
fore continued unt! further trial of the snit, or until a meet- 
ing is called and the lease ratified according to the law. 
Woodruff Sleeping & Parlor Coach Co.—This com 
pany has now 77 of its sleeping and parlor cars in service 
The capital account, representing the cost of these cars and 
appurtenances, is $776,744. For the year ending Nov. 30 
last the earnings of the company were $89.41]; the expen- 
ses, interest and dividends amcunted to $U66,9J2, leaviug a 
surplus of $22,509 to the current year. 


